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Engineering Committee Work 
Has Become Unwieldy 


OMMITTEE work of the American Electric Railway 
Engineering Association has grown so greatly in 
the past few years, both in volume and scope, that it has 
outgrown the procedure, which has been in vogue for a 
long time. At present it is necessary for committee 


organization and plans for the year’s work to be taken. 


up by each new president as soon as possible after his 
election. The personnel of committees is not always 
continuous, even though many subjects require several 
years of intensive study to obtain worth-while results. 
Then, too, in order to obtain full representation of com- 
panies, and to represent all phases of the work, the 
membership of each of the principal standing commit- 
tees has grown until they are unwieldy. For instance, 
the committee on way matters has approximately 30 
members this year, several having been added for the 
study of a single subject. 

On the contrary, the standards committee is com- 
paratively small, in order that it may act with reason- 
able dispatch on the recommendations of the various 
standing committees. 
is not practicable to include experts -on all of the sub- 
jects which have been studied with a view to standardi- 
zation. As a result, a way engineer will have to pass 
on a.standard for some equipment detail, or an equip- 
ment engineer on an element'*of trackwork. While such 
approval carries weight, it cannot be expected that each 
man will be able to act with as complete knowledge as 
one who is in daily contact with the-kind of gpterial 
under. consideration. 

Any action taken by the tecenieal ee eitecs, 
whether requiring action of the standards committee or 
not, can only be acted on by the association at its 
annual convention, held in Octoher. In general, it has 
been against association policy to give any publicity to 
committee findings except in committee reports which 
are presented formally on the convention floor. With 
many subjects on the program, the discussion is limited 
and frequently does not bring out essential virtues or 
defects of the report. 

Certainly such conditions as these do not make for 
best results in the work of the Engineering Association. 


Sweeping Changes Proposed in 
: Engineering Association Organization 


EMBERS of the Engineering Association should be 

prepared to give serious consideration to the pro- 
posed change in the organization as recommended by 
the executive committee of that organization at its 
meeting on Sept. 4. The plan proposed, as outlined by 
the special committee appointed to make a study of the 
situation, calls for a radical] change in the method of 
procedure. It calls for an organization of four main 
committees, covering way and structures, equipment, 


With this small membership it, 


power, and miscellaneous subjects. Each main com- 
mittee would have nine to twelve members, one-third to 
be appointed each year, so that there would be continuity 
in the personnel, and the chairman could always be 
selected from among the more experienced members. 
Detailed subjects would be handled, as now, by small 
groups or special committees composed of specialists, 
selected as at present because of their intimate knowl- 
edge of the matter under consideration. Standard parts 
and practices would be proposed by the special com- 
mittees and approved by the main committee, but such 
approval would be final, subject to the action of the ex- 
ecutive committee of the association. This would obviate 
the necessity for the standards committee as at present 
constituted, and would insure careful study by the nine 
members of the main committee. Presumably these 
nine men would have considerable familiarity with the 
matter under consideration, and would be able to make 
an intelligent decision as to the desirability of a pro- 
posed standard. 

Another advantage of the plan is that it is proposed 
to receive committee reports, or portions of such reports, 
whenever they are completed. It would not be necessary 


» to wait six months or more for the annual convention 


in order to give publicity to the findings. Certainly 
there are available enough means of publication that 
the conclusions could be broadcast within a few weeks 
of the formal adoption of the report. Moreover, in the 
case of ELECTRIC RAILWAY JOURNAL, this would permit 
better treatment of each report and would give it prom- 
inence individually, whereas now it must be included 
with a large number of similar reports in a discussion 
of the convention proceedings. Members of the asso- 
eiation would be able to study the reports at greater 
length and decide as to the value of the standards after 
fuller consideration. The convention, not being de- 
voted almost exclusively to the routine of passing on 
committee recommendations, would give the opportunity 
for presentation of papers by outstanding men and for 
an open forum in which matters of interest could be 
discussed. 

Adoption of such a comprehensive program involves 
a great deal of work in the planning and carrying out 


- of changes which must be made to put the plan in 


effect. For this reason’ it is proposed to include this 
year only a portion of the association’s activities, those 
concerned with way and structures. This will give a 
chance to work out the details in an orderly manner so 
that when the plan is extended to include the whole 
organization there will be little friction in making 
the change. 

This is merely an outline of the plan proposed. Every 
members should give it careful consideration and be 
prepared to discuss it intelligently on the floor of the 
convention, While it appears that the change is en- 
tirely beneficial, it is only by a full and free discussion 
that its merits and failings will be brought to light. 
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An Opportunity Lost 
to Help the Industry 


ITTEN MANAGEMENT has lost another oppor- 

tunity to help the industry, at least in Pennsyl- 
vania if not as a whole, as witnessed by the five 
treatises of departmental heads of Mitten Manage- 
ment, Inc., briefed elsewhere in this issue. It is the 
duty of every company to set forth its accomplishments 
and convince its patrons and its governing bodies that 
it is rendering a high-grade service. Likewise, it is 
unfair to set one’s own accomplishments out in con- 
tradistinction to others by belittling even by inference 
the good work of others. 

The testimony presented would be much stronger if 
the thought had been disseminated that P.R.T. gleaned 
the best from the industry and with developments of 
its own staff has raised its own system to a high 
standard. P.R.T. has contributed too much to the 
betterment of transportation for it to stoop to invidious 
comparisons with other companies in order to 
strengthen its own position. 

From reading these testimonials one gets the im- 


pression that P.R.T. has gained perfection where most 


others have failed. It is a matter of common knowl- 
edge that many of the practices in Philadelphia and 
much of the equipment used there are similar to those 
in a great many other cities. The gas-electric bus 
many years ago was developed and used on Fifth 
Avenue, New York. The practice of sanding tracks by 
pneumatic sanders is almost universal on modern cars 
in many cities. The “uneconomic policy of inspecting 
cars on a time basis” has been discarded by many 


’ companies, some of which have always used the mileage » 


system and more recently the kilowatt-hour system. 

Special criticism should be directed, however, to the 
statement that “buses as previously in operation else- 
where were nothing more than an_ indifferently 
designed body on an ordinary motor truck chassis.” 
The implication that the electric railway industry as 
well as the motor industry has employed slipshod or 
haphazard methods is not justified by the facts. , 

In spite of this feeling of mild. contempt of other 
operating companies that one reads in these testimonial 
documents, Mr. Mitten has for years solved the great- 
est of all problems, that of wages, by accepting the 
average wage rates determined in four, and later in 
three great cities. These wage rates were arrived at 
by the process of negotiations in these other cities. The 
freedom from negotiation in Philadelphia Mr. Mitten 
offers as an outstanding accomplishment of P.R.T. If 
these other key cities should accept the practice of 
P.R.T., certainly an impossible situation would result. 

Coincident with this testimony offered at the hearing 
which has now been closed was an investigation by a 
writer, Edward Elwell Whiting, appearing recently in 
the Boston Herald. This is a criticism of the Boston 
system and a praise of the P.R.T. Is it helpful to 
Boston or the industry that P.R.T. should use a four- 
column advertisement in the Philadelphia papers adver- 
tising Boston’s present trouble, stating that “Boston 
has an inadequate and antiquated service operated by 
a company now asking that a wage decrease be accepted 
by its men. Dissatisfied workers are about to strike 
on all Boston lines. Wages are low and fares are high. 
The Boston street car situation is beginning to approach 
that of Philadelphia back in the chaotic days fifteen 
Years" ago: wee 


Comparisons are odious at best even when interpreted 
skillfully by one thoroughly conversant with transporta- 
tion engineering and with a full knowledge of the 
facts. We question the grace with which such tactics 
would be accepted by P.R.T. should conditions be 
reversed. ; 

No attempt is here made to disparage the accomplish- 
ments of P.R.T. There have been many of which it 
may justifiably be proud. ELECTRIC RAILWAY JOURNAL, 
for example, on Aug. 8 gave recognition, both in expo- 
sition and editorially, to the development of the gas- 
electric bus and the foresight of P.R.T. in making an 
important contribution to this development. 

The testimony of Mr. Queeney in particular shows 
a grasp of the situation which has resulted in his 
having made suggestions of far-reaching importance. 

Furthermore, no thought exists in this editorial of 
arousing criticism against the claim of P.R.T. for the 
increase in fare. This is a matter on which the com- 
mission must pass. 

But in justification to the balance of the industry 
which has been making progress in struggling with the 
same problems that confront Philadelphia; it is only 
fair to expect proper acknowledgment of contributions 
made by others to the transportation art. 

A spirit of co-operation, of giving and receiving, 
on the part of Mr. Mitten would give him a new posi- 
tion of leadership in the industry. 


Furnishing Transportation on the 
“Take It or Leave It” Plan 


RANCH line operation has been having hard sled- 

ding lately. While recent developments of this 
nature in the steam railroad field have been more spec- 
tacular than on the electric railways, the total track 
mileage of lines in the category of connections or feed- 
ers that are no longer operated is considerable. Suspen- 
sion of service on still other branch lines is being 
seriously considered. 

Reasons for this situation deserve careful study. It 
is now generally recognized that much of the abandoned 
trackage consists of lines that never should have been 
built. Elimination of these unprofitable branches is a 
healthy procedure. Changing conditions have ended 
the usefulness of other lines which once were valuable 
parts of the transportation system. Their passing is 
to be regretted—but it is unavoidable. 

Diminishing traffic on branch lines, however, is some- 
times the result of shortcomings of the railway itself. 
Frequently transportation has been furnished on the 
“take it or leave it” plan. Branch lines have been 
cursed with the worst rolling stock in the possession 
of the railway. Cars too antiquated for use anywhere 
else have been relegated to this service. Track has been 
badly maintained because it was “only a branch line.” 
Operation has been slow and irregular partly because 
of the condition of track and rolling stock, but largely 
because of general indifference. Under these circum- 
stances, it is only natural that the public should jump 
at the chance to use some other means of transportation. 

The average individual is primarily concerned in get- 
ting a quick, convenient ride to his destination. If the 
railway will give it to him, he will as soon patronize 
that as to use his own automobile or take a competing ~ 
bus. Before abandoning branch lines and writing off 
the books the investment involved it is worth while to 
see what can be done to improve service. 


Ss 
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Tourist Business Increased 20 per Cent 
on Washington-Virginia Railway 


Railway Faced with Competition by Water and by Sightseeing Buses 


to Mount Vernon — Unusual Methods Adopted to Gain Tourist 


Business—Traffic Department Makes Annual Calls on Schools and 
Traffic Bureaus—Many Large Parties Booked Months in Advance 


booked by the traffic department of the Washington- 
Virginia Railway months in advance for the 32-mile 
round trip between Washington, D. C., and Mount 
Vernon, the home and burial ground of George Wash- 
ington. To secure this business A. L. Reynolds, 


| cos: tourist parties as high as 1,000 are 


receiver for the property, goes to the source, either 
by direct solicitation from members of the traffic 
department, by correspondence or through the traffic 
bureaus located in many large cities of the country. 
While the railway has always enjoyed a large tourist 
business because of the historic interest of the country 
tributary to its lines, this portion of the company’s 


from the time that they are first booked until the last 
member leaves Washington on the homeward trip. 
When a party is booked the railway offers to make 
hotel arrangements at any hotel selected and will make 
up a complete itinerary for the period of the visit, 
depending upon the length of stay in Washington. Ail 
necessary arrangements will be made with sightseeing 
bus lines or neighboring railways for such side trips as 
may be desired by the visiting parties. 

Upon arrival the party is either met on the train 
or at the railroad station by a member of.the railway’s 
traffic department. Sufficient buses are on hand to 
escort the visitors to the hotel of their choice, a small 


The Heaviest Loading Point on the Washington-Virginia Railway Is the Terminal at Twelfth Street and Pennsylvania Avenue. 
This Picture Shows the First Car Being Loaded with a Special Party of 805 Veterans of the Pennsylvania Railroad 


revenue has been increased by 20 per cent in volume 
over that for the preceding seven months by close 
attention to this service and the use of special means 
of advertising and solicitation.’ 

Direct competition for this business consists of sev- 
eral sightseeing companies, either local in the District 
of Columbia, or belonging to national associations 


having co-operating companies in the larger cities, and 


by a steamboat line on the Potomac River. Complica- 
tions working against the Washington-Virginia arise, 


since, as a common carrier, the railway is under the 


jurisdiction and regulation of the Interstate Commerce 
Commission as well as the State Corporation Commis- 
sion of Virginia and the Public Service Commission of 
the District of Columbia. Fares, commissions to agents 
and schedules are thus under direct supervision; 
whereas the competing agencies, not being common 
carriers in the eye’ of the law, operate under much 
broader regulations. These latter transportation 
agencies may change fares at will and may make 
bargains with individual parties, while the railway 
must adhere to its published tariffs and agreements on 
file with the various commissions. 

To overcome this limitation the Washington-Virginia 
Railway offers a superior personal service to parties 


charge being made to cover the actual cost of this 
service. Final details are then arranged for the local 
trip with the leader of the visiting party. The number 
in the party is determined and the exact schedule 
agreed upon. This information is then turned over to 
the transportation department, whose duty it is to pro- 
vide the necessary equipment at the proper time. 

Members of both the traffic and transportation 
departments then help to load and later to unload the 
parties at the company’s Washington terminal at 
Twelfth Street and Pennsylvania Avenue. For large 
parties, or when several parties are scheduled at about 
the same time, the cars carry cardboard signs with 
the party name marked thereon. 

A trained lecturer accompanies each car and explains 
the important points of interest as the trip progresses. 
While this procedure is more or less common in sight- 
seeing parties it is not always satisfactory. The 
receiver lays particular stress on the accuracy of his- 
toric descriptions given in such lectures, and the success 
of his efforts is reflected by his statement that the 
lecturers accompanying Washington-Virginia tours are 
the only ones allowed to lecture in the grounds of 
Mount Vernon. The Mount Vernon Ladies’ Associa- 
tion is the owner and operator of the estate and is 
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Itinerary Schedule 
Washington-Virginia Railway Co. 
Railroad fare 


Hotel—American plan—per day 


SIGHTSEEING IN WASHINGTON 
Red Star Bus Line, 14th & Pa. Ave. N.W. ...... 


City trip 
baE eS PELL © ow flere eepwie steve 1s shane ja) edater oe) bye ie Rae RES ee Re $1.25 
Monastery: trip. 9. cni Grotto a ee Pole el nine serena ae 1.00 
Monastery: and St. Alpans! fp cso (cee vicacbomeietetels elets 1.50 
OTHER TRIPS BY SIGHTSEEING BUSES 
U Niel bol =A KONO He cf NSERC CR PRORSE OL A RAIN Coy yO GSE. ON $1.00 
Arlington: combination. 2... 2.622. eee nee 1.25 
WASHINGTON-VIRGINIA RAILWAY COMPANY 
Mt Vernon” and Alexandnriaty.« salu siasisasy ra rmeane .90 
Mt. Vernon, Arlington & Alexandria ............ 1.00 
Admission fees, Alex. Lodge Room, Christ Church, 

i Roo Ae eVet ok CN eet Senay Cas oto, Sete ected Ga cy ioactc Oc) «45 
Washington Street car fare—six for............. -40 
30 or more persons 
Mt, Vernon and Alexandria, party rate.,.......... 80 
Mt, Vernon, Arlington & Alexandria, party rate... -90 

Annapolis, Maryland, via W., B. & A. 
Fare round trip from "Washington............ $1.96 
Baltimore to Washington via Annapolis......... 2.12 


“Itinerary Schedule’ Blank Sent Out by Company 
This form is used when answers to solicitation letters or ad- 


vertisements bear a request for information on the service as in- 
dicated in the blank illustrated. Complete arrangements for the 
accommodation of touring parties are often made. The prices 
of detailed services quoted are actual and carry no profit for 
rendering the service. 

very particular as to the accuracy of statements made 
by lecturers within the confines of the grounds. 

A party of 805 veterans of the Pennsylvania Rail- 
road, Harrisburg division, was handled by the Wash- 
ington-Virginia on July 16 in a manner depicted by the 
accompanying illustrations. The first shows the loading 
of the first contingent of the party in Washington 
about. 1 o’clock in the afternoon. The sezond in the 
series, taken about ter minutes later, represents the 
peak of conditions. Note the method of controlling 
the passengers in order to avoid blocking the street 
traffic. The third illustration shows conditions at the 
clean up after the last of sixteen carloads pulled away, 
exactly 21 minutes after the arrival of the first of the 
party. 

' Cars for such special parties are accurately dis- 
patched from the carhouse located at Four Mile Run, 


-— 


WASHINGTON-VIRGINIA RAILWAY CO. 


TWELFTH AND PENNSYLVANIA AVE. N. W, 
PHONE MAIN 397 


Name of Party.occccnuinen 


Date of Arrival in Washington 
Namecot ‘Hotel. ccciss...cnmean ci ee 
Date of trip over Wash.-Va. Ry....... 


Check off points you wish to stop. 
Christ Church tal 
Washington Lodge Room [ ] 


Mt. Vernon [ ] Arlington 


Alexandria .. ~) 


Carlyle House 
Signature... 


Estimated Number of People...00 ccc 


Form Used to Order Party Reservations. These Blank Cards Are 
Sent Out with Solicitation Letters and Are Often Returned 
Filled Out Without Further Solicitation 
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so as not to delay either the parties or the seven or 
eight cars per hour required in regular service on the 
two main line divisions using this terminal. 

The effect of this specialized effort is strikingly 
shown by the increase in round-trip rides between 
Washington and Mount Vernon, which amounted to 37 
per cent for the first seven months of this year as 
compared with the same period last year. Part of this 
increase in round trips is reflected in a reduction of 
one-way trips, making the net increase in passengers 20 
per cent. 

In round numbers the tourist business amounts to 
about $60,000 yearly. Since it is relatively small com- 
pared with the basic every-day riding on the system, 


WASHINGTON-VIRGINIA RAILWAY COMPANY 
A. L. Reynolds, Receiver 
1202 PENNSYLVANIA AVENUE NORTHWEST 
WASHINGTON, D. C. 


Mr. JOHN JONES, 
Superintendent Blankville-High School. 
Dear SIR: 


In calling to your attention again the very satisfactory 
service of the Washington-Virginia Railway Company we 
also wish to call to your attention a few remarks made 
at a public meeting by the President of one of the lead- 
ing colleges of Washington. 

That an educational tour should be made to Washing- 
ton during the spring vacation period and that a special 
appeal be made to members of the senior classes who 
during their last years have devoted an earnest prepara- 
tion for the broader life which follows their graduation. 
During thé school life a part of the education is accom- 
plished by means of object lessons which make it easy 
to understand many things otherwise difficult to compre- 
hend. The value of this form of education is universally 
recognized and in suggesting the tour to Washington we 
have in mind the impressive surroundings of the National 
Capitol and the wealth of Historic associations, where 
beats the heart of our great Nation. To see with your 
own eyes the many departments of the government, and 
a visit to the many places of interest of which you have 
often heard and read, is an eminently fitting touch to 
the education. Among the many places visited is Mt. 
Vernon, the home and last resting place of our first 
President. 

We believe that every word contained in the above is 
true and should be carried out to the letter, and every 
true American should visit the Nation’s Shrine. 

Our station is in the heart of the hotel district, es- 
pecially convenient for tourist parties. Special cars will 
be arranged for payment of 30 or more fares. 

We provide guides and lecturers who accompany par- 
ties and give a history of points visited, especially 
through Arlington and Alexandria. 

When special cars are chartered they wait for the party 
at each place, no changing; with few exceptions our cars 
run as near to the points mentioned as any other means 
of transportation. 

Eventually the Washington-Virginia. 
and save the difference? 

Trusting you will give our system favorable considera- 
tion, I am, 


Why not now, 


Yours very truly, 

(Signed) THOMAS H. TRAVERS, 
Traffic Manager. 
A 


About 900 Copies of This and Similar Letters Are Sent to 
High School Superintendents and Others 


great care is taken to avoid interference. Fortunately 
the bulk of the tourist travel occurs between 9:30 
am. and 5 p.m., so that but little overlapping with 
rush-hour traffic exists. re 

Tourist business is seasonal, starting in the spring 
with Easter and lasting until July: Then it tapers off 
during the summer months and picks up somewhat in 
the fall months until November, although in volume 
it does not equal the spring rush. Very little tourist 
travel is handled during the winter months from 
November to March or April. 

Special events such as Presidential inaugurations, © 
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This View, Taken About Ten Minutes Later than that on page 387, Shows the Peak of Loading the Same Party. 


The Company 


-Unfortunately Does Not Have Room to Construct a Track Terminal on Its Own Ground and Must Use Great 
Care in Controlling Large Movements Such as These to Keep Traffic Lanes Open 


convention meetings and Decoration Day always swell 
the tourist travel for a few days. When Congress is 
in session there generally are more visitors than other- 
wise. The burial of the Unknown Soldier, the Shriner 
convention of 1923 and such special occasions have 
been record-breaking periods for tourist travel to Mount 
Vernon and other historic points of interest on the 
lines of the company. 


CHAIR CAR SERVICE 


A surprisingly large amount of the everyday tourist 
travel is handled by a special chair car operating two 
round trips a day at a fare of $1.50 as against 90 cents 
for the regular service. -This road found itself in 
possession of one. of those luxurious “director’s cars” 
that formerly were used by the managements for spe- 
cial inspections and meetings when such practices were 
in vogue. Shortly after Mr. Reynolds came on the 
property several years ago he conceived the idea of 
putting this car to work for the first time in its history. 
With a small expenditure for wicker chairs and a few 
necessary appurtenances it was rolled out of its special 
metal compartment in the carhouse and since has been 
making two round trips every day except Sundays. 
During inclement weather, especially during the winter 
months, there is practically no travel, but the “Mount 
Vernon” always presents itself for service, rain or 
shine. If not needed it is returned to the carhouse. 
On the whole it is a good earner and turns in a profit 
at the end of the year. 

High schools on the eastern’ seaboard send many 
parties of students to Washington during the spring 


vacations. Railroad and tourist agents all over the 
country also book regular and special parties. In all 
there are about 900 letters mailed out early each year 
under the personal signature of Thomas H. Travers, 
traffic manager, calling attention to the historic points 
of interest and the service offered by the Washington- 
Virginia Railway. The letter sent to high school super- 
intendents this year is quoted as typical of this type 
of solicitation used. 

Inclosed with each letter is a booking card and also 
tariffs and a blank itinerary sheet as illustrated. The 
railway company also offers to make hotel and side trip 
reservations if desired. The amount of such outside 
business done each year enables the traffic department 
to obtain the most favorable rates. The prices quoted 
are the exact rates for each class of service, as the 
company is not allowed by the Interstate Commerce 
Commission to make a charge not covered by a tariff 
and cannot give commissions generally for such business, 
‘4 condition that does not exist in privately conducted 
tourist bureaus. 

A regulation does exist in I.C.C. rulings, however, 
that allows the railway company to pay a limited com- 
mission to foreign agencies if under contract. The 
tariff fare must be charged the ultimate user and a 
copy of each such contract filed with the commission. 
The Washington-Virginia Railway has a few such con- 
tracts with recognized tourist agencies to which nominal 
commissions on business obtained are allowed. 

Members of the traffic department make daily calls 
on all hotels in Washington, supplying folders and 
exchanging information of mutual interest. 


Exactly 21 Minutes After the Scene on Page 387. 
to Transfer the Party from the Union Station to the Washington-Virginia Terminal 
Special Cars Without Delaying Regular Service on Either of the Two Divisions 


In This Time 805 Members of a Special Party Were Unloaded from Buses Used 


and Loaded Into Sixteen 
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The tourist bureaus, many sightseeing bus lines and 
practically all of the Washington hotels work with the 
traffic department in the exchange of names of prospec- 
tive visitors, so that the active field of contacts and 
clientele is constantly growing. 

Early in the season this year, qusiae the natural lull 
in the tourist business, a representative of the traffic 
department made an experimental trip of two weeks 
and called on some 80 high schools in Delaware, New 
Jersey, eastern Pennsylvania, southern New York and 
also on many railroad and tourist agents en route. 


4\ 
AVY 


| Bano Miew Potoma bios and Cit: 
one of many beautiful, ee 


An Interesting Eight-Page Folder Is Used for Distribution, 
Illustrating the Historical Points of Interest Contiguous 
to the Washington-Virginia Lines and the Service 
of that Company to Prospective Patrons 


Several parties were booked and many leads were 
obtained that resulted in bookings at a later date. The 
trip was so successful that it is to be made again next 
year over an extended area and possibly in partnership 
with neighboring transportation agencies. 


A WIDE SCOPE IN ADVERTISING 


A year ago the company ran a small, inconspicuous 
advertisement of seven lines in every other issue of 
the Literary Digest for the four months of March to 
June inclusive advertising the Washington-Virginia 
Railway as. the route to historic Mount Vernon, 
Alexandria and Arlington—‘Write for descriptive 
booklet.” Over 800 requests for further information, 
some from foreign countries, were received. . This last 
year fourteen lines were carried in the Literary Digest 
and the same amount in the Saturday Evening Post 
every other week, alternating from one to the other over 
a period of four months. 
received, asking for literature and information. 
campaign has resulted in many bookings. 

In addition advertising copy is carried in Tavern 
Topics; George BE. Marsters’ Travel Magazine, winter 
and summer issues; Readers of America; National 


This 
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Educational Magazine; This Week, a local amusement 
leaflet distributed free by hotels. .Also some adver- 
tisement space is used in the local newspapers. The 
company also issues an eight-page folder outlining the 
company’s service and the points of interest in the 
vicinity of Washington, as shown in the illustration on 
this page. 

While this is an extensive program it is carried 
out by two or three men, augmented occasionally by 
help from the transportation department. The aston- 
ishing feature is the great amount of personal work 
and attention that must be given in a highly com- 
petitive business to secure a fare or group of fares 


-mounting to 90 cents each for the round trip of 32 


miles, or $1.50 if the chair car service is used. . 


Lake Arrowhead Rail Line Survey 


Now Being Made 


HETHER or not it will be feasible or expedient 

to construct a rail line to Lake Arrowhead from 
San Bernardino will shortly be determined following 
the findings of a survey now being made by engineer- 
ing department forces of the Pacific Electric Railway, 
Los Angeles, Cal. 

On July 27 initial surveys were begun in the moun- 
tainous and heavily wooded section between the ter- 
minus of our Arrowhead line and the famous resort in 
the San Bernardino mountains. The party will make 
an intensive study of the topographical conditions to 
be encountered and it is estimated that some 30 days 
will be required to determine an advantageous route 
of permissible grade, if such is possible. 

D. W. Pontius, manager of the Pacific Electric Rail- 
way, expressed the opinion that grades established must 
be such as to permit the use of standard or only slightly 
modified equipment in order to justify the expense of 
building the extension. 

J. B. Van Nuys, president of the Lake Arrowhead 
Company, states that his company is contemplating 
widespread improvements and building activities and 
if the rail line can be secured it is the intention to go 
further into all-year resort improvements, featuring 
winter sports during the heavy snow season. The rail- 
road, if built, can be kept open during the season of 
heavy snow, while it is difficult, if not impossible, to 
keep the highways open to traffic. 

If the line is built it will be’ under a joint arrange- 
ment between the Lake Arrowhead Company and the 
Pacific Electric Railway and will be operated by the 
railway. A 


‘“‘No Accident Day” Successful 


N THE fourth and last “No Accident Day” for the 

Birmingham Electric Company, Birmingham, Ala. aN 
the company’s cars traveled 33,000 miles without an 
accident. T. G. Brabston, superintendent of transporta- 
tion, said that while the company hoped to have four 
perfect days, it was pleased with the three 99.9 per 
cent days and the 100’ per cent day. He said these 
days were especially set apart to focus public attention 
on the company’s efforts. As a result of this record — 
the members of the entire transportation department 
of the company, approximately 800 men, were the 
guests of the company at a huge watermelon cutting, 
celebrated at the carhouse. 
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One of the Fageol-General Electric Buses Equipped with Hall-Scott Motor Direct Connected to General Electric 


Generator-Exciter Unit. 


Mayor William 8S, Hackett of Albany is on the Step 


Gas-Electric Buses Used in Albany 


Co-ordination of Railway and Bus Service in New York State Capital Successfully Inaugurated— 
Passenger Transfer from Trolley to Bus and Bus to Trolley Provided— 
Details of Motor Control of the Buses Are Given 


EW YORK STATHB’S capital city is the scene of 
the most recent accomplishment in utilizing the 
bus in the solution of a local transportation 
problem. On Monddy, Aug. 24, the first ten of a total 
of nineteen Fageol-General Electric buses had been re- 
ceived. Following a celebration and parade, in which 
Mayor Hackett and transportation officials and guests 
of the company took part, service on two routes in the 
city was officially started. The schedule and traffic 
data on the Western Avenue and the Arbor Hill lines 
are shown in Table J, and the relation that these routes 
bear to Albany and the United Traction Company, of 
which they are a part, is shown in the map. 
The reasons and thought back of each of these bus 
installations are of interest. They have been set forth 
by the railway officials as follows: 


WESTERN AVENUE LINE 


This line extends from the Plaza on the Hudson River 
up Capitol Hill, which in its steepest portion reaches a 


9 per cent gradient, extending out Western Avenue and 
for a distance of 3,788 ft. beyond the Albany city line. 
A portion of this territory had previously been served 
by electric cars. The outer end of Western Avenue has 
presented a difficult situation, since the company owns 
a right-of-way for 8,900 ft. between Marion Avenue 
and the city limits, on which was operated a single track 
with sidings that lay to one side of the extended street. 
At the time Western Avenue was extended there was a 
demand to move the tracks to the center of the roadway. 
This the company was willing to do on an exchange of 
right-of-way basis and also provided the city would 
pave over its tracks or would allow the tracks to remain 
with open construction. 

It was found that the state law prohibited the city 
from assuming this expense. As a final compromise, 
the company agreed to abandon 1.683 route-miles, in- 
cluding a total of 1.768 miles of track, and substitute 
buses from the Plaza on the river front to a point 
beyond the city line. In recent years the city has grown 


All of the First Ten Buses in Parade with Party of Officials and Guests 
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beyond the city limits, so that it was quite. desirable 
that service be extended beyond the end of the rails. . 
This extension has also been accomplished by means of 
the buses. 


ARBOR HILL LINE ° 


The Arbor Hill line extends from the heart of the 
business district in Albany to the residential district 
along and contiguous to Livingston Avenue. The outer 
end of this line was to be paved by the city, and the 
company was required to carry its share of the paving 
charge in addition to the ‘reconstruction cost of the 
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tracks, _The expenditures facing the company for this 
work were estimated at. upward of $100,000 and were 
greater than the company could economically assume. 
For this reason permission was sought to abandon this 
trackage and substitute bus service. _ 

After considerable investigation, the company decided 
on the street car or full height type of single-deck bus 
seating 29 passengers. The chassis were purchased 
from the Fageol company, using six-cylinder Hall-Scott 
engines direct connected to the General Electric Com- 
pany’s generator and exciter unit. The generated cur- 
rent is controlled by means of a control switch located 
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The Two Bus Routes of the Capitol District Transportation Company Are Here Shown in Relation 
to the Rail System of the United Traction Company 
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» the left of the driver, as illustrated in one of the 
iews. Driving equipment consists of two General Elec- 
ric motors mounted on the chassis, as illustrated. A 
light improvement has been made in the method of 
istalling the motors. They are tipped down slightly 
nd the rear of each is extended slightly toward the 
utside, in order to give a straighter line drive of the 
wo propeller shafts. The transmission in the rear con- 
ists of two underslung worm drives without the use of 
differential. 

Westinghouse air brakes are used, the air pressure 
eing obtained by a special compressor pump geared to 
ae engine and connected to two service reservoirs. The 
rakes are controlled by a pedal and the air pressure is 
ransmitted to the rear wheel brake drums through two 
iaphragms supported on the rear axle housing and 
onnected to the operating levers. Soft cast-iron shoes 
xpand upon application of the air pressure’against the 
iner side of the brake drums. The hand or emer- 
ency brakes operate on the same brakeshoe and brake 
rums as the air system so that there is only one set 
f brakes with two operating mechanisms. 


ABLE I—DATA ON SCHEDULES FOR BUS ROUTES RE- 
CENTLY STARTED IN ALBANY, N. Y., BY THE CAPITOL 
DISTRICT TRANSPORTATION COMPANY 


Western Arbor 
Avenue Hill 
Line Line 
Pund-trip: (| distamee,*mileS 25. .0.46 ss. Halse 10.42 4.15 
ound-trip time including layover, minutes... 60 30 
ayover on each round trip, minutes:....... 4 4 
chedule speeds, m.p.h.: 
MACULAE) LAV ONO veurrse sso: Mave! er bio yace scapfeye wicket etoile ye 10.42 8.3 
EROUU CEN VEANVIOVGL) . a acetals eels d 4s. 0 a sete © ereteve wie P21 9.09: 
leadways, minutes: 
ERAS THE TYO LDU BM epe setts Me taieia: of sss /a i <i stelia) state anes 15 10 
RL, TMA Phelan SPAR a Neha load Caiiayayalor ata onaatesaterbyat d's 10 7k 
Bee us CMTE Wein aged aie, Duet chie enw. e's aera ab tuape b= 10 5. 
lumber of buses required for service: 
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JAAR RTISUIE £6 OS OAS 1 Reo US ICICI eochc CC anenenC Remy 7 4 
eran TALIS Disc Ramee ste ive teehee tal sie 6 o'ccSttaphilale. oles. fi 6 


The control switch has five positions, providing (1) 
ries connection of motors for operating on the most 
evere grades, (2) parallel connection for normal run- 
ing, (3) off position, (4) emergency braking connec- 
ion, and (5) reverse connection. Upon descending the 
severe grades on Capitol Hill the emergency connection 
f the motors is used. By controlling the speed of the 
ngine-generator plant a retarding effort is produced in 
roportion to the engine speed; i. e., the higher the 
ngine speed the greater the braking effort. Upon 
topping, the car is held by the air brakes. In this 
ray it is planned to reduce wear of the brakeshoes and 
rums and avoid brake drum heating. It is claimed 
hat only a relatively small amount of gas is burned in 
nis method of braking. 

Full service on the first two lines was inaugurated 
t noon on Aug. 24, following the celebration, and has 
een maintained since that time with practically no 
ifficulty. The buses were somewhat stiff and the 
rivers new, so that better results are expected after 
he equipment has been properly “worked in.” 

It is planned to house and service this equipment 
smporarily in one of the company’s carhouses on Quail 
treet near Central Avenue. During the coming year, 
he company plans to erect a modern garage in which to 
1aintain this new equipment. 

While the bus operations are carried on under the 
ame of the Capitol District Transportation Company, 
ae United Traction Company of Albany owns the entire 
tock issue of the subsidiary company. The new com- 


Driver’s Compartment Showing Drum-Controller Switch. At the 
Left of the Driver Is the Pedal Controlling the Air and at 
the Right Is the Pedal Controlling the Gas Feed and the 
Hand Lever for Emergency Application of the Brakes 


pany was organized largely because the charter powers 
of the traction company were not broad enough to per- 
mit other than rail service. 

As far as possible, the operators for the buses were 
drawn from the train service. The wages paid are the 
same as on the street cars. The rates of fare on the 
buses are the same as the fares collected on the com- 
pany’s rail cars. Transfers are issued between rail and 
bus, and in every way the entire transportation service 
is carried on as if it were an all-rail system. 


Chassis Construction Showing Mounting of the Two Traction 


Motors. In Most Recent Installations Motors Are Tipped 
Down and Outward More Nearly to Line Up with the 
Propeller Shaft Under Normal Loading Conditions 
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Muitiple-Unit Trains of This Type Are Used on the Heavily Traveled Lines of the Pittsburgh Railways 


Standardizing Rolling Stock in Pittsburgh 


New Cars Recently Ordered Follow Same General Low-Floor Design as Previous Lot Bought Last Year 
—Construction Is All Steel Except the Roof—Multiple-Unit, One-Man Safety 
and Interurban Cars Are Included in Latest Purchase 


' 


URCHASE of new rolling stock has been an 
P inrorsem element in the rehabilitation program 

of the Pittsburgh Railways, as told in ELECTRIC 
RAILWAY JOURNAL for May 23, page 799. A total of 
328 new passenger cars have been ordered, of which 
more than 200 have already been delivered and placed 
in service. Included in the total are 160 multiple-unit 
cars with straight air brake equipment, 83 multiple- 
unit one-man, two-man safety cars, 65 one-man similar 
cars without train equipment and 20 interurban cars. 
As all of the cars recently bought have the same general 
door arrangement and exterior appearance, considerable 
progress has been made in the direction of standard- 
izing these features of the rolling stock. Standardiza- 
tion, however, has not been carried to the point where 
it is possible to interchange equipment and parts freely 
between cars of the different groups. 

In general appearance the latest cars do not differ 
greatly from the group of front-entrance, center-exit 
cars bought by the receivers shortly before the present 
management took over the operation of the property. 
A number of center-door trail cars operated by the 
company also have about the same dimensions. There 
are, therefore, some 600 cars possessing many features 
in common and approximately equal dimensions. 

To differentiate between this group of 600 modern 


K 2.6 ne 246" ne BBB eB Gp 
ce Le te al i i 


cars and the older, end-entrance cars the former are 
known as low-floor cars. -Commencing with the first 
of these new cars received last year a change was made 
in the exterior color from red to orange. Use of the 
new color scheme is being extended, and eventually all 
the low-floor cars will be orange and the old types red. 

Double doors at the front and at the center on one 
side only are provided on the latest cars, which are 
thus suitable for single-end operation only. Longi- 
tudinal seats have been placed in the front half and 
cross seats in the rear. The floor plan and seating 
arrangement are shown in an accompanying drawing. 

The length over all is 45 ft. and the width 8 ft. 
13 in. Platforms have been tapered down to 7 ft. 
For the safety cars the body weighs 22,000 lb. and the 
trucks 17,000 lb., making a total weight of 39,000 Ib. — 
Specifications were published in ELECTRIC RAILWAY 
JOURNAL on May 2, page 717. Multiple-unit cars weigh © 
slightly more than the safety cars. 

Wheels are of rolled steel, mounted on arch-bar trucks 
specially designed by engineers of the railway. Four 
Westinghouse No. 514 motors are provided. Use of 
26-in. wheels makes possible comparatively small step 
heights. From the rail to the, first step is 15% in. 
From first to second step is 10% in. There is a 5-in. 
ramp from the top of the second step to the car floor. © 
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As a First Car the Seating Capacity Is 52, as the Second Car, 56. Tapered Platforms Permit Clearance on Curves in Narrow Streets 
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Newest Type Car Used in Pittsburgh Is Arranged for One-Man, Two-Man or Multiple-Unit Operation 


All doors are of folding type and are operated manu- 
ally. These are so arranged that they open entirely 
inside the car. The narrowness of streets in the down- 
town section of Pittsburgh makes this necessary. 
Double folding doors are provided at front and center. 
On the older type cars only single doors were used at 
the front end, but it was decided that, to facilitate 
movement of passengers, wider doors were desirable. 

Better ventilation is secured, the management believes, 
by means of the monitor-deck roof than it would be 
possible to secure with an arch roof. Eight exhaust 
ventilators, which are always open, are provided and 
there are also ten swing sashes on each side for addi- 
tional ventilation. 

Seats are provided for 52 passengers when the car 


is operated as a single unit or as the first car of a> 


trailer train. When operating as a second car there 
are 56 seats. The cross seats are spaced on 30-in. 
centers. Across the car from the center door is a longi- 
tudinal seat. This gives more open floor space in the 
vicinity of the conductor’s position at the center. 

Fare collection on the two-man cars is arranged on 
the pay-enter inbound and pay-leave outbound system. 
Inbound passengers, except holders of weekly passes, 
may enter only by the middle doors. They leave, how- 
ever, by either the center or the front doors. Outbound, 
passengers may enter either at the front or at the 
center, but must leave by the center door. With one- 
man operation all passengers enter and leave by the 
front door. 

Several rather interesting features have been incor- 
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porated in the design. The low floor height has been 
primarily responsible for a number of these. Air for 
braking is obtained at the roof and passes through a 
strainer connected by a 14-in. pipe to the pump under the 
car. The management considered it undesirable to draw 
air through a strainer located as near the ground as 
would be the case if it were placed under the car floor. 
The low center makes it necessary to carry the brake 
rigging along by means of an arrangement of sheaves 
and cables instead of rods. All wire has been placed 
in conduits for protection. Dummy receptacles are 
provided for the train line jumpers to prevent them 
from swinging when they are not in use. 

At the opening of the “House of Service,” the new 
office building of the Philadelphia Company, of which 
the Pittsburgh ‘Railways is a subsidiary, a car of the 
newest model was on exhibition. The seats and a large 
part of the floor had been removed so that the public 
could see the running gear easily. This was specially 
painted and marked in such a way thatthe layman 
could obtain a general idea of its working. 


Arrangement of Piping 
and Strainer for Com- 
pressed Air System 


Air compressor 
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Use of 26-In. Wheel on New Pittsburgh Cars Permits Low Step Heights 
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Accident Prevention 
Accomplishments in Nashville 


Number of Zero Days Increases—Average of 6,397 
Miles per Accident Based on American Electric 
Railway Association Classification 


ERO days are becoming increasingly frequent on 

the railway lines of the Nashville Railway & Light 
Company, Nashville, Tenn. They are not attained with- 
out a struggle. On Jan. 4, 1923, the transportation 
department of the company operated the entire 24-hour 
period without an accident. At that time this was an 
unheard of record for the system. 

The safety department capitalized this achievement, 
and immediately set out to repeat the record. As a 
result, a total of six “‘zero” accident days were recorded 
during 1923. With such a precedent, the platform em- 
ployees determined to improve upon this accomplish- 
ment, and the accident records for the year 1924 show 
that 31 “zero”? days—with a total of more than 460,000 
miles—were operated by trainmen without a single 
report of an accident. 

For the first time in the history of the company, two 
consecutive zero accident days were accomplished on 
July 3 and 4, 1924. This record was repeated on 
March 8 and 9, 1925; again on April 20 and 21, 1925; 
April 28 and 29, 1925; and May 4 and 5, 1925. Upon 
the accomplishment of the initial two consecutive zero 
days, the safety department set out to accomplish three 
consecutive zero days. On several occasions two con- 
secutive zero days occurred with a third intervening day 
upon which an accident occurred followed by a zero 
record on the fourth day. 

On Aug. 19, 1925, at 12:38 p.m., an accident was 
reported. Following this occurrence, the employees 
operated to Monday Aug. 24, 1925, at 1:54 p.m. without 
a report of an accident. This period represents five 
24-hour zero days with a surplus of one hour sixteen 
minutes, or 121 hours sixteen minutes without a report 
of an accident. During this period 77,031 car-miles 
were operated and 475,000 passengers transported. 

From Jans 1, 1925, to Aug. 24, 1925, a record of 39 
zero days was accomplished. These 39 days combined 
represent 600,000 car-miles operated without an accident. 

The records of the Nashville Railway & Light Com- 
pany for the period Jan. 1, 1925, to July 31, 1925, show 
an average of 6,397 car-miles per total accident based 
on the A.E.R.A. classification. 

The following table shows the decrease in total 
accidents during the January-July period for the past 
five years: 

1925 1924 1923 1922 1921 
718 802 994 1,438 


Total accidents: 
JANUAaly=J Uv) Ghent 504 


The company operates all the railway service in Nash- 
ville. Its 21 lines serve the territory embraced in the 
25 square miles included in the city and its immediate 
suburbs. The company owns and operates 189 cars 
over 106 miles of equivalent single track and trans- 
ports an average of 100,000 passengers daily. Nash- 
ville is a city of irregular topography. There are many 
steep grades, particularly in the downtown section, 
where traffic congestion is the greatest. The streets in 
the downtown, or loop; district over which the cars 
operate are very narrow at points of heaviest travel. 
There are many accident hazards. 
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The results obtained in the safety mark are attributed 
largely by officials of the company to organized safety 
work conducted under the direction of John J. Connors, 
appointed full-time safety director of the company 
in 1922. 


First Trackless Trolley in France 


ECENTLY trackless trolley service was installed 

from Nimes, the local capital of the Department 
of the Gard, in southern France, to Remoulins and Pont 
du Gard, a historic site which draws thousands of 
tourists each year. This is the first trackless trolley 
system to run on regular schedule in France. 

Poles at one side of the road, carrying the overhead 
wires, are set in concrete pipe standing well above 
ground, as shown in an accompanying. illustration. 
Current is supplied by the Nimes central station. The 
road at the end of the route is very narrow and in 


Two Trolley Buses of This Type Were Placed in Operation Re- 
cently on the First Trackless Trolley Route in France. Inset, 
Wood Poles with a High Concrete Base Were Used to Support 
Wires : . 


order to turn around, the trolley buses run up a natural 
incline in the road and wye back down by gravity. 

The total length of the route is 22 km. (13.6 miles) 
and is covered in an hour. Two trolley buses furnish 
an hourly service. The fare is 2 francs for the entire 
journey with proportionate intermediate rates. The 
cost of the journey by trolley bus is less than one-third 
of the first-class rail fare, one-half that of the second 
class and less than the third-class rail fare. 

This installation is expected to be the forerunner of 
other installations when the full electrification scheme 
of the French railways is carried out. ; 


Railway’s Military Engineers Make Record 


OMPANY “C,” 108th Engineers, Illinois National 
Guard, composed entirely of employees of the 
Chicago Rapid Transit Company, established a record 
in military bridge construction at the annual encamp- 
ment in Camp Grant, Rockford, Ill., recently when 
troops crossed a 286-ft. bridge’ they built sixteen 
minutes after the engineers had arrived at the river. 
The bridge is 3 ft. wide, with a 3-ft. hand rail, and 
because of its solid construction the heads of the camp 
decided to use it as a permanent structure. 
Edward A. Schaaf, head of Company “C,” is an engi- 
neer in the electrical department of the railway. 


Capt. - ~ 
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Japanese Electrifying State Railways 


The Decision to Equip Eventually the Major Part of Some 9,000 Miles of Track Was Made to Enable 
Effective Handling of Rapidly Increasing Traffic on Lines of Narrow Gage—Grades, 
Bridges and Tunnels Also Offer Difficulties with Steam Operation— 
1,500-Volt D.C. System Used 


By H. C. Hickock 


Railway Engineer Westinghouse Plectric & Manufacturing Company 


tion was adopted as a means of providing ade- 

quate facilities for handling traffic on the Imperial 
Government Railways of Japan. That the Japanese 
government has definitely decided upon a general pro- 
gram of electrification for its trunk lines is of consider- 
able significance. The government railways comprise 
some 9,000 miles of track and include more than 80 per 
cent of all the railway trackage on the main islands of 
the empire. Exclusive of colonies, there are in Japan 
approximately 138 route-miles of railway for every 
100,000 inhabitants and a little more than 5 miles of 
railway to every 100 square miles of area. This railway 
mileage has been constructed within a period of approx- 
imately 53 years. 

The traffic on the railways has grown enormously, 
requiring the operation of a large number of light 
trains running on short headway. It would be difficult to 
meet the demand for additional service with steam due 
to the limitations fixed by the 42-in. gage. Service is 
further handicapped by severe grades, many bridges 
and tunnels, and it has been realized for some time that 
measures must necessarily be adopted to meet the re- 
quirements of increased service. 

The change to a broader track gage or the construc- 
tion of additional trackage as a means of meeting the 
demand for more service could be accomplished only 
at a prohibitive cost. Electrification offered a reason- 
able method of providing for increased service and 
future expansion. By electrifying, heavier trains may 
be operated at higher speeds than are feasible with 
steam operation, thus permitting greater headways and 
relieving the congestion due to the present frequent 
operation of light trains. Further, much of the pas- 
senger operation can be efficiently handled with mul- 
tiple-unit operation of motor cars and trailers, reserving 
the freight and long through passenger runs for the 
locomotives. 


Pies with great increases in traffic, electrifica- 
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Electrification of a portion of the more congested 
routes has been in effect for several years. The Yamate 
line, which forms a belt around the suburbs of Tokio 
and serves as an outer connection for most of the 
main lines radiating from Tokio, was electrified in 1910. 
It uses a line potential of 600 volts. In 1915 two addi- 
tional tracks were laid and electrified to parallel the 
double track between Tokio and Yokohama in order to 
handle the local service between these two cities. In 
view of contemplated extension of this electrification, a 
line potential of 1,200 volts direct current was adopted. 
Motor cars and trailers give the service on these lines, 
the Yokohama cars running over a portion of the 
Yamate line, thereby requiring an arrangement of con- 
trol to provide full speed operation on both 600 and 
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1,200 volts. The Yamate line will, however, eventually 
be changed to 1,200 volts. 

A comprehensive study of the electrification scheme 
resulted in the decision to use 1,500 volts, direct cur- 
rent, for the trunk-line electrification. This system has 
been used for motor car service, is conveniently adapt- 
able to automatic substation switching, is permissible 
for third rail operation (in tunnels) and permits efficient 
design for large railway motors suitable for the narrow 
gage. Further, the adoption of 1,500 volts does not 
introduce apparatus of an entirely new classification 
from that used on the present electrifications. 

It is logical that the first step in the general plan of 
electrification should be where traffic is heaviest, hence 
the extension of the Tokio-Yokohama electric service to 
Kozu (50 miles) is in progress. Eventually, the electric 
service will be extended westward on the main Tokaido 
line to Kobe. In connection with this main-line 
electrification, 42 electric locomotives have already been 
purchased and orders placed for fourteen additional 


Kobe is heavy. There are operated daily fourteen 


through passenger trains, half of them running on ex- 
press schedules. There are also various local passenger 
trains operated over different sections, and a daily 
freight movement of three fast freight trains, seven 
through freights and various local trains. The gross 
tonnage for through freight trains probably never ex- 
ceeds 650, and the average speed of freight trains is 
approximately 10 m.p.h. The fastest schedule made by 
the through express trains is approximately 32 m.p.h. 
Present passenger service is performed by a number 
of modern, superheater American-built Pacific type 
steam locomotives as well as the superheater 4-6-0 
type. Freight service is performed by Mallet locomo- 


tives for severe grade work as well as the 0-10-0 and 
Consolidated types for heavy freight duty. 

Considering the condensed profile of the Tokaido line 
as reproduced, it is seen that while the profile is of 
a rolling nature the maximum grades of 2.5 per cent 

occur in two adjoining sections between Yamakita and 
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Elevation of the New 75-Ton, 1,500-Volt, 


locomotives. This main Tokaido line extends from 
Tokio through Yokohama, Numazu, Nogoya and Osaka 
to Kobe, thereby serving several large and important 
cities. The line is 374 miles in length and is double 
tracked throughout with four tracks between Tokio and 
Yokohama, 

After the electrification of the Tokaido to Numazu 
section, the next step in the general electrification pro- 
gram will probably be the electrification of a section of 
the Chuo line, which is 76 miles long and extends from 
lidamachi, near the Tokio station, to Kofu. The ac- 
companying map shows the principal lines on the main 
island. 

Service on the double-track line between Tokio and 
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Direct-Current Passenger Locomotives 


Numazu (near Mount Fuji), totaling’ a distance of ap- 
proximately 15.5 miles. These maximum grades will 
eventually be eliminated by means of a new route and 
a 6-mile tunnel now under construction by way of 
Odawara. Grades of 1 per cent occur frequently on this 
line. It seemed advisable to select a road locomotive 
for this line of such capacity that the desired train can 
be handled on the 1 per cent grades without a helper, 
and for the initial operation, that the same train can 
be handled on the heavy grades with a helper locomotive 
of the same class as the road locomotive. F 


It is probable that while the Tokaido line will recetva: 


first consideration regarding electrification, the impor- 
tance of the Chuo line is such that it will also be 


ee 
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involved in the near future in the complete plan of 
electrification. Its characteristics are somewhat dif- 
ferent from those of the Tokaido line. 

The profile of the Chuo line between lidamachi and 
Kofu (76 miles) is shown in condensed form. This line 
has several maximum 2.5 per cent grades and curves 
of up to 6 deg. One section, 20.6 miles in length, has 
an equivalent grade of 1.39 per cent. In brief, the 
profile is of a somewhat mountainous nature with 
Similar condi- 
tions exist beyond Kofu. It would be desirable, there- 
fore, that both the passenger and freight locomotives 
be of sufficient capacity to perform regular service 
without helpers. 

It is for the purpose of meeting the service and 
conditions on these two lines that the locomotives re- 
cently ordered from the Westinghouse company and 
those ordered in 1922 will be used. Their design has 
been worked out to provide very favorable standardiza- 
tion of locomotives to meet all the local and express 
passenger service, and with some modifications the 
freight requirements. For the freight service, a lower- 
speed gear reduction will be used and the guiding trucks 
omitted. The control will be modified only by the 
addition of regeneration equipment. 

The recent order includes eight passenger locomotives 
which are being built jointly by the Westinghouse Elec- 


tric & Manufacturing Company and Baldwin Locomotive 


TABLE I—CHARACTERISTICS OF ELECTRIC LOCOMOTIVES FOR 
IMPERIAL GOVERNMENT RAILWAYS OF JAPAN . 


0-4-0 2-4-0 2-6-0 

otal weitht.ouse ates cates cies ccs « 121,000 153,100 184,900 
Weight on drivers: 03.004 clesee ee cde 121,000 1 eae 156, 400 
Weight on pony wheels.............-.  ....e2--- 39,200 28,500 
Diameter—drivers.................5.- 49 in 49 in. 49 ine 
Diameter—pony wheels............... “.22eee00 37 in. 37 in. 
Hhength over alliA,casscicscs cee ces 40ft.7in. 41ft.O0in. 54 ft. 4in. 
Biv e of truGkteits ete, coi e sess oo Articulated Articulated 
Rigid truck wheelbase................. 109 80 in 160 in. 
Total wheelbase 29 ft. 4i ani 33ft.0in. 32 ft. 4in. 
Total horsepower 33 ,200 2,000 
Gear ratio....... 16:72 24:64 24:64 

REDO OL. COMEMOL ea pare cath Soo gae ony one oc HLF HBF HBF 


Works. While somewhat larger, the new locomotives 
embody many of the features which are incorporated 
and have been found successful in the two experimental 
locomotives furnished by the Westinghouse company in 
1922 and shown in the accompanying illustration. 

All locomotives will employ direct-geared, axle-hung 
motors of the usual railway type. Capacity and speed 
variation for the different classes of passenger service 
will be obtained by variation in the number of motors 
and the gear ratio. Thus a marked degree of standard- 
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ization has been obtained in the design of the locomo- 
tives, in that the same type motor is used in all three 
locomotives, as well as the same size wheels, unit 
switches and other individual pieces of control and 
brake equipment. 

Each locomotive will have a single box-type cab. 
For the passenger locomotives, articulated trucks are 
used with frames of cast steel. The cabs have two 
operating compartments, one at each end, and an equip- 
ment compartment in the center. On the new locomo- 
tives flexible spur gears of the coil spring type are used. 
Westinghouse air brake equipment combined with a 
vacuum brake system is being supplied, as well as two 
hand brakes. Left-hand drive, according to Imperial 
Government Railways standards, will be arranged for. 
Coupling of the standard MCB automatic type will be 
provided, as the Imperial Government Railways is chang- 
ing over from the continental type which has been 
standard. 

The main motors, known as type 352, have a nominal 
rating of 333 hp., and are suitable for operation two 
in series on 1,500 volts. This type of motor was spe- 
cially designed and built for the Imperial Government 
Railways electrification and embodies the characteristics 
necessary for the service and track gage. It is arranged 
for field control and forced ventilation. An accompany- 
ing diagram shows the approximate characteristic of 
the motor, geared for service on the passenger loco- 
motives. 

Control is of the double-end, Westinghouse type HBF. 
A 382-volt storage battery supplies current for operating 


. Profile of Tokaido Line, 
EAST Imperial Government Railways of Japan WEST 
3 
& 8 . 
RS 3 5 5 Ss 
s s Sos = ~2 $ 4 S sy ‘ 
RSs Se a S letea- ame 5 > £ 
E & s/ & < iS Ree NOt Bee We oN x Ss 8 
Peek | SS Sana S ee Ne ote yen aE Ae a age Stren 
wees Aas \ 8 & PO Re OA as Bbce'S 
Se > RSI Q ESS Sts 3 x 
S SiS ays sf sl a@. ck als ek Ss Sk SS = SS Siox 
| Miles from Tokio? Shas Ss 8 Sz 8] Me] S| 8] S| Nel 8) Ss 8 SS eS g S| 8 gOS 
Pevation, feet 2] SRB, SS a] Ske} S| ke SSS Jy sl ls R alg | ahs 
ee 18,18 |396|529)580| 7.16 |98 13.59 | 13.36 aie [75 | 1684 | 22.40 |309\/54/|603 I-00 __| 15.26 | (7/4 (49| 2464 | 20.36 |2S| 26.66 | /450 |625) 
vivalen? |West |rn045|yn6s|-032}00/7H0. 10064-0072 Vo M02 AS30513 |F0.047 \wos oor  -0.055 |r0,072|+0.045 \u28| -0.026 | 40/37 |arg| -0.048 | r0174 Fa 
EG East 4007: 0056 O47 04 -OO7B | #0132 (00Ta Ae4-0402) +0362 |-0.047 |-06s\nmsraNe| +0069 |-0062 |-0.026 1ul9| +0029 _|-0.0/6 |w83| +0072 | ~0096 Ht 
Max. Grade, fer Cent| 0.91 |166| 1.00| 100| 100| 100] 250 100| 1.00 |100 00] 100 | 100 | 100 | 11 \s00|Lo0| 7.00 | 100 | 100 |20 1.00 100 \ioo| £00 | 100 |0 
Max.Grade, Length\ 0.3 |1.12\7149\0.18| 081|1825|2125 048 | 035 \psi al 100 | 219 | ost |186\/o0|137| 0.56 | 056 | 120 |Ws 1.18 058 |15| 046 | as¢ \o69 
Max. Curve 43 | 43|43|43| 43|43|43| 43 | 22 | 43 |22 || Goo| 43 | 43 |4sl29l29| 22 | 22 | 45 |x] 43 | 29 |43) 43 | 43 [es 


400 


the electro-pneumatic switches which are employed for 
all main circuit switching. Air-operated pantographs 
of special design are employed. 

Six of the locomotives are of the 2-4-0-+0-4-2 
type. The approximate total weight will be 153,100 Ib., 
of which 114,000 lb. is on drivers. The motors are 
the same type as 
those supplied on the 
experimental locomo- 
tives, giving a total 
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dem for high-speed 
express duty, giving 
a combined nominal 
horsepower of 2,660. 

Two of the loco- 
motives will be of the 
2-6-0--0-6-2 type. 
The approximate to- 
tal weight will be 
184,900 lb., of Which 156,400 lb. is on drivers. 
They employ the same type motors and gear ratio 
as the 2-4-0-+-0-4-2 type. The two types will be as simi- 
lar as it is possible to make two such machines of differ- 
ent wheel arrangement. These locomotives have a 
nominal rating of 2,000 hp. and are intended for use in 
high-speed express passenger service on the Tokaido 
line. They will be capable of handling a 460-ton train 
under the average conditions for this class of main-line 
service. The speed with this weight of train will be 
approximately 53 m.p.h. on straight level track. 

The chief dimensions, weights and characteristics of 
the three types of locomotives furnished by the West- 
inghouse company are given in Table I, which serves 
also to show the similarity between the three types. 
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Performance Curves of Type 352, 333- 
Hp. Railway Motor with 24:64 Gear 
Ratio and 49-In. Wheels for the 
New Electric Locomotives 


Statistics of Berlin Traffic 


The Street Railways, Which Lost Traffic at One Time 
to the Steam Suburban Lines, Are Regaining 
Their Pre-War Lead 


ROM 1870 to 1913 the total passenger transporta- 

tion in Berlin, Germany, rose from 10,000,000 to 
1,291,000,000. During the war fluctuations were great, 
both as to the total and to the number of passengers 
carried by each means of transit, and these fluctuations 
have been especially marked in the case of the traffic 
carried by the street railways and the steam suburban 
lines since 1919. This is pointed out in an article on 
the division of local traffic in the city of Berlin. Ger- 
many, which was contributed to a 
recent issue of Verkehrstechnik by Dr. 
E. Giese, professor of mass transpor- 
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urban lines, the latter including the Stadtbahn and the 
Ringbahn, which pass around and through the city. The 
most noticeable change in traffic conditions between 1914 
and 1918 was the rapid decrease in the omnibus traffic, 

Beginning with 1919, and lasting until 1923,* there 
was a very rapid decrease of traffic on the street rail- 
way lines and rapid increase on the steam suburban’ 
lines. Since 1923 the street railways have regained 
much of the traffic which really belongs to them. 

Dr. Giese points out that the status of traffic in 1924, 
as given in the chart, does not give an entirely just 
conception of present conditions, because of the great 
improvement since the beginning of the year. He, 
therefore, adds the accompanying table, comparing the 
transportation by the various means of transport in 
December, 1924, and the average monthly figures for 
1913. 


a 


BERLIN TRAFFIC STATISTICS, AVERAGE MONTH IN 1913 AND 
TOTAL IN SEPTEMBER, 1924 


1913 1924 

Average Number Number of } 

of Passengers Passengers 

per Month in Per Cent in December Per Cent, 

Millions of Total in Millions of Total: 

Rapid transit lines..... 6: T° 5.6 17.8 13.9 7 
Omnibuses,,.. <1 14.2 1323 5s 3.9 
Steam suburban lines.. 32.8 30.6 46.0 5559 
Street railways........ 54.4 50.5 59.4 46.3 

107.5 100 128.2 100 


This table shows that, with the exception of the 
buses, the traffic on the various lines is approaching 
again the pre-war percentages, but the steam suburban 
lines are still handling a considerable amount of traffic 
which really belongs to other lines. The great improve- 
ment during the last few months in the street railway 
situation is particularly noteworthy because of the 
collapse in 1923 for the reasons given in the footnote. 
In September of 1923 the street cars handled only 10 
per cent of the total traffic, whereas the average for 
December, 1924, 59,400,000, is 46.8 per cent of the 
total and 5,000,000 in excess of the average pre-war 
monthly rate. | 

Actually, the travel on the street lines is higher than 
this figure would indicate because the data in the table 
relate to revenue passengers only. During 1913 no 
transfers were issued, whereas at present nearly half 
of the revenue passengers obtain transfers. 
” *This was” the 
period of deprecia- 
tion in the German 
mark, and other 
accounts have at- 
tributed the de- 
crease in traffic on 
the street railway 
lines and increase 
on the steam lines 
to a more rapid in- 
crease in fares on 


the former than on 
the latter.—Eb. 


Statistics of Berlin 
Traffic Since 1870 
by Years 


tation at the Berlin Technical High 
School. 


As will be seen from the chart, up 


through 1918 the most important 


agencies in local transportation were * 
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Mitten Management Testifies 


Five Reports of Mitten Management and P. R. T. Departmental Heads Read Into the Testimony Offered 
in the 8-Cent Fare Case Before the Public Service Commission—Mr. Queeney Treats of Operat- 
ing Accomplishments; R. T. Senter, Engineering; A. A. Mitten, Co-operation; 
R. H. Horton, Value of Service; J. M. Shaw, Public Relations 


the ‘““Men and Mitten Management,” is undergoing 

Loa searching investigation before the Public Service 
Commission of Pennsylvania. The present hearing, 
which has been in progress in Philadelphia for several 
months, was caused by the raise in fare from 7 cents, 
with four tokens for 25 cents, to the 8-cent, two for 
15 rate that was made effective early last spring 
through a temporary order of the commission. 

Back in 1920 the original increase from 5 cents to 
7 cents, four for 25 cents was ordered by the com- 
mission after considerable investigation and contrary 
to the desires of Mr. Mitten, who advocated an increase 
in revenue through the elimination of transfer ‘priv- 
ileges while retaining the same nominal 5-cent fare. 
There was much merit in Mr. Mitten’s claim that a 
5-cent fare would tend to retain the short-haul rider. 
Certain engineering authorities claimed that an in- 
crease which would maintain the old fare structure 
would create no greater hardship on one class than on 
another and would avoid the payment of two or more 
5-cent fares for a ride that the more fortunate passen- 
ger who chose to make his ride along the route of one 
car line could take for one fare. The board of direc- 
tors finally agreed to submit the question to and abide 
by the majority opinion of three disinterested engi- 
neering concerns of national reputation. 

The decision of these engineers formed the basis of 
the fare increase ordered by the commission. Despite 
this, feeling ran strong between opposing members of 
the company’s board of directors and finally resulted in 
the resignation of the members representing the bank- 
ing fraternity headed by E. T. Stotesbury of Drexel & 
Company, Philadelphia. 

The present increased fare now being collected under 
the temporary order was made necessary, according to 
Mr. Mitten, because of the folly of the former increase 
and the loss of short-haul riders. Now it will be neces- 
sary to go through a period of higher fares, he main- 
tains, as for the present at least the opportunity of 
obtaining a nickel fare has passed. While the 5-cent 
fare is still the aim of the P.R.T., many things must 
be accomplished before such a plan can be put in effect. 

This brief retrospect offers a background to review 
the five treatises by vice-presidents and other officials 
of Mitten Management which were read into the record 
before the Public Service Commission as testimonials 
of the superiority of Mitten Management in the conduct 
of P.R.T. affairs. 


JOSEPH A. QUEENEY ON OPERATION 


Prose Sater ena a Rapid Transit Company, under 


The first of these treatises, by Joseph A. Queeney, 
vice-president in charge of operation of Mitten Man- 
agement, Inc., is entitled ‘Mitten Management 
Operation.” It deals with the general problem of 
transportation and his views of what has been accom- 
plished in Philadelphia. 

The ideas expressed and the method of treatment of 


such matters before the commission are of considerable 
interest. Mr. Queeney points out several vital features 
pertinent to progressive city planning, stating that the 
rapid growth of our large cities has been in the direc- 
tion of outlying centers complete in themselves, except 
that family heads travel daily to and from the 
city center. Many thousands of these people are using 
private automobiles to obtain a more comfortable ride. 
This in turn results in congestion of the downtown 
streets. He states the remedy to be twofold. The com- 
pany must provide the more comfortable service that 
is rapid and convenient, and the city must further 
restrict the use of downtown streets to enable legitimate 
traffic to move with less congestion. 

Every modern method of transportation, each in its 
place, must be used to the end that every passenger is 
assured of a seat, at all hours. Mr. Queeney continued: 


City and company planning must go hand in hand to 
the end that transportation facilities be always in step with 
city developments. Building subways alone does not pro- 
duce people to ride in them. Subway and elevated trunk 
lines must not lag behind home-building development, nor 
must such extensions be built without cross-town feeders 
to support them, nor without supplying adjacent territory 
with City water, sewers, gas and electricity so as to produce 
the patronage to make them pay. 


CO-ORDINATED TRANSPORTATION 


Mitten Management has developed in Philadelphia the 
most economic and scientific system of co-ordinated transit 
in America. This has been accomplished by our refusal to 
follow blindly the general operating practices established in 
the industry. By constant study and research we have made 
the most of every facility and applied it to Philadelphia’s 
needs. Still, as I have said, there is much more to be 
accomplished. 

Modern transit began with the electric street car in the 
early 90s. The desire for greater speed led to the construc- 
tion of elevated lines and later subway lines, with train 
operation. Subway lines have also been developed for the 
operation of surface cars in the congested centers. Greater 
technique in mechanism and the invention of safety devices 
made possible the one-man car. The latest development is 
the motor bus, the product of the age of gasoline and rubber. 

No one of these facilities holds the complete answer. 
Each must have a definite place. All must be operated in 
co-ordination as a combined system. Transportation is a 
natural monopoly. In spite of costly evidence of the evils 
of competition in this field, we have not yet wholly learned 
this lesson. Many cities still have competing systems, 
notably New York, Chicago and St. Louis. 


STREET CAR 


When Mitten Management came to Philadelphia, its engi- 
neering department produced a street car planned to carry 
as many seated passengers as possible, looking toward 
greater comfort. Our advance in this respect has been 
hindered by the operating difficulties encountered during 
the war and the enormous increase in traffic congestion. 

In New York City the street car has suffered because of 
competing subways. Elsewhere its usefulness has also been 
curtailed by low speed and irregularity of service through 
traffic-laden streets. 

The street car nevertheless remains the most useful unit 
in collective city transportation. It taps the less-congested 
suburban territory and connects with the high-speed lines. 
It spreads fan-shaped throughout residential districts, and 
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enters the heart of the community over great trunk-line 
systems. 

To meet the desires of modern life and to equal the 
degree of comfort prevailing in other fields, the street car 
must be operated in the future to give more nearly a seat 
for a fare at all hours. With a clear field ahead and city- 
company co-operation assured, the street car can be made 
an increasingly valuable asset in solving this city-company 
transit problem. 


ONE-MAN CAR 


As we more closely approach our goal of furnishing a 
seat for a passenger at all hours, each car is called upon to 
earry fewer passengers, and the’ use of a two-man crew 
becomes economically impossible. The one-man car reduces 
operating costs and makes economically possible a marked 
increase in the number of seats to passengers carried. For 
this reason, the one-man car must have an outstanding 
place in any program of improved transportation. 

Mitten Management produced its first one-man car more 
than ten years ago. It was not, however, until some years 
later that such safety devices had been perfected as to make 
practical the general operation of this type of equipment on 
a large city system. 


SURFACE CAR SUBWAY 


Enough cars to give a seat for a fare in rush hours could 
not be operated over downtown streets under present con- 
ditions. Downtown subway terminals can, however, supply 
sufficient capacity to meet the demands. The street car, to 
secure its greatest usefulness as a public carrier, must be 
put underground in the city center to remove it from the 
press of surface travel. 

Mitten Management is so confident of the future con- 
tinued use of the street car that it has planned the con- 
struction of a great downtown surface car subway trunk 
line under Chestnut Street to accommodate several lines 
of street cars serving fan-shaped the huge residential dis- 
trict of southwest Philadelphia. P. R. T. is now committed 
to the payment of the city’s entire carrying charges on its 
$20,000,000 investment in this surface car subway. 

Chestnut Street surface car subway will be the greatest 
advance yet made in subway building. It will provide 
greater comfort and convenience to the people, as well as 
safer and more rapid transportation. 


Passengers using this subway will pay their fare as they - 


enter or leave through automatic drop-coin turnstiles located 
at frequent intervals along a continuous platform extending 
from Sixth to Nineteenth Street. This will enable the 
exclusive operation of the more economical one-man car in 
the subway. The continuous platform will eliminate the 
difficulties encountered in other subways where isolated 
stations have been constructed, and will permit the flexible 
location of stops strictly in accordance with traffic require- 
ments. 

All of these advantages, together with the obvious need of 
relieving surface traffic congestion and at the same time 
saving the street car riders, who comprise more than 75 
per cent of the users of the downtown streets, from the 
present traffic delays, point toward a still greater develop- 
ment of the surface car subway. With Chestnut Street 
subway under way, we must.almost immediately undertake 
a similar surface car subway under the Parkway and Arch 
Street to accommodate the trunk lines of street cars serv- 
ing the northwest section. 


SUBWAY AND ELEVATED HIGH-SPEED LINES 


Philadelphia is today the only city employing joint sub- 
way-elevated-surface service for a fare of less than 10 cents. 
The Market-Frankford Elevated, which operates from the 
extreme western boundary of the city to the northeast sec- 
tion, bisecting the heart of the downtown district, connects 
by free transfer with numerous crosstown surface lines. 
This high-speed system is thus the east and west backbone 
of the city’s transit system, and its co-ordination with the 
street car and motor-bus system makes for its greatest 
possible usefulness. 

The city is now constructing a subway under Broad 
Street at a cost which bids fair to exceed the $100,000,000 
mark. This will provide a north-south high-speed trunk line 
similar to the east-west Market-Frankford elevated. P. R. T. 
has been asked by the city to operate this line as a part of 

_its general system, giving a similar service to that now 
supplied by the Market-Frankford line with its connecting 


surface lines. To comply with this request will mean a 
loss to P. R. T. of about $5,000,000 a year due to diversion 
of traffic from the surface lines adjacent. The Broad Street 
subway itself will but little more than pay its own costs of 
operation, without taking into consideration the interest and 
sinking fund on the city’s investment, which, it is said, will 
approximate $5,000,000 a year. 


Motor Bus 


The motor bus is the latest addition to co-ordinated transit 
in Philadelphia. Mitten Management, realizing the many 
uses to which this form of transportation could be put, and 
unwilling to accept the inadequate motor-bus equipment. pre- 
vailing elsewhere, developed a motor bus capable of meeting 
the exacting requirements of city service. Never before 
has a motor bus been designed with the close co-operation 
and constant advice of men accustomed to handling enor- 
mous crowds of people by collective transportation. 

The result is that Philadelphia now has in course of 
development a comprehensive motor-bus system operating in 
co-ordination with the entire city system. In cities where 
motor buses are operated in competition with the transit 
system, there is thus built up an operating group which 
must eventually become the underlying companies of the 
future, thus perpetuating a system inherited from the past, 
from which this city, in common with every other large 
city, is now trying to free itself. 

Some of the P. R. T. buses operate over trunk lines serv- 
ing the central city. Others are feeders in outlying sections 
where traffic is not sufficient to warrant expensive track con- 
struction. A 10-cent fare is charged, with the privilege of 
3-cent exchange to and from connecting transit lines. This 
3-cent exchange privilege, while enormously increasing the 
use and convenience of the motor bus, reduces the average 
fare from 10 cents to 9.2 cents and is a privilege not given 
in any other city where a seat is assured to all passengers 
at all hours. 

Mitten Management gas-electric motor buses are oper- 
ating in Philadelphia at an average speed of 11.71 m.p.h. 
In New York the average speed of the Fifth Avenue buses 
is 8.07 m.p-h. In Chicago, notwithstanding the fact that the 
motor buses operate over Michigan Boulevard, a wide thor- 
oughfare with few cross streets, the average speed is but 
10.66. The Mitten Management motor bus is thus not only 
providing a faster service, but P. R. T. men are producing 
more bus transportation per man than the men of these 
other cities. 


RELIEF OF TRAFFIC CONGESTION 


Under this heading the writer goes on to point to 
the great expense of widening or double-decking 
streets and suggests better service in and out of the 
congested areas and the establishment of parking 
areas for automobiles at the edges of this district. 
On this point he continued: 


If only 5 per cent of the street space available in the 
downtown section were used by motor buses, leaving 95 per 
cent for all other vehicles, the passenger-carrying capacity 
of the streets would be doubled. A survey recently made 
showed us that less than two passengers per car are carried 
by private automobiles, and that a motor bus seating 67 
passengers carries as many people as‘do 40 autos, while 
occupying but 1/20 the space. 

It would be impracticable to coerce or legislate the private 
autoist off the downtown streets, no matter how just or 
economically right such action might be proved to be. An 
effective plan must be such as to furnish the private autoist 
with a service which will appeal to him as at once more 
rapid and converient than the use of his private car. . . . 

P. R. T. has already established a large parking space at 


the 69th Street terminal of the Market Street elevated,. 


where hundreds of automobiles are parked daily while the 
owners come downtown more rapidly and comfortably by 
the elevated. Similar parking spaces will be established 
at the Bridge Street terminal of the Frankford elevated, at 
the Broad Street terminals of our motor bus lines and at 
such other points as will encourage motorists to park their 
cars outside the congested city center and use the motor 


bus, high-speed line or surface car to complete the trip. - 


Mitten Management is also preparing plans for rapid and 


frequent service from edgé to edge of the delivery district in - 


the event that the city should proceed with its’ plan to 
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eliminate all parking in the area bounded by Vine and 
Pine Streets and 22d and Second Streets. 


THEORY VERSUS EXPERIENCE 


Collection of the present fare by P. R. T. has been chal- 
lenged and expert advice sought to determine the facts. 
These experts give advice based on present conditions only, 
without being held responsible for the results. Mitten 
Management, as a practical engineering and operating 
organization, must live with the actual conditions con- 
cerning which it advises and assume full responsibility. 
During the next three years this responsibility involves 
added costs which far exceed the $4,000,000 a year rep- 
resented in the difference between the former fare of 7 
cents, four for 25 cents, and the present fare of 8 cents, two 
- for 15 cents. 

Mitten Management has since 1911 had considerable ex- 
perience in Philadelphia with the advice of fact-finding 
experts, which if followed would unquestionably have made 
impossible our already great accomplishment. As a matter 


of fact, in the one case where such advice was followed by , 


the commission, against the urging of Mitten Management, 
_ there has resulted an almost overwhelming setback in the 
city’s transit advancement. 


MITTEN MANAGEMENT 


Mitten Management’s operating record in Philadelphia 
has been such as to justify intrusting the future of Phila- 
delphia transit to its keeping, and accepting its judgment 
‘as to the revenues which it anticipates will be necessary to 
meet future responsibilities. 

Mitten Management has accomplished so much for Phila- 
delphia because it has in the direction of its affairs men 
with long years of experience in all fields pertaining to the 
_ science of transportation. Any of these men, because of 
thorough training and experience, could properly and safely 
be placed at the head of any operating system. 

Mitten Management brought this city’s transit system 
from the worst in America to the best, and at a fare lower 
than is being charged elsewhere for similar service. This 
has been accomplished by securing the confidence and co- 
_ operation of the workers, by research in engineering, and 
by skill in operation. In each of these three great phases 
of utility management, Mitten Management is an almost 
universally acknowledged leader. 


R. T. SENTER ON ENGINEERING 


R. T. Senter, vice-president in charge of engineer- 
ing, Mitten Management, Inc., also read an eight-page 
brief outlining the engineering situation with respect 
to the company and the wonderful contribution made to 
the P.R.T. by Mr. Mitten, stating that when Mr. 
Mitten came to Philadelphia in 1911, the entire equip- 
ment was in a run-down and dilapidated condition, 
_ the largest car in operation being 38 ft. 7 in. over all, 
seating 38 passengers. Prominent engineers retained 
by the state recommended a 41-ft. car seating 40 
people. After Mr. Mitten came on the property a still 
longer car of the near-side type measuring 45 ft. 6 in. 
over all and seating 51 passengers was actually placed 
in operation. Of these cars 1,500 were designed and 
finished by Mitten Management in the years 1911 
to 1913 inclusive. Mr. Senter states in glowing terms 
that: 

The structural design of these cars was so perfect that 
as compared to the last cars designed by the previous 
management which went into service in 1906 and are now 
nearly all retired, the Mitten Management designed near- 
side cars are still running on Philadelphia streets with no 
sign either of obsolescence or physical deterioration after 
almost seventeen years of active service. 

The center-exit on pay-pass principles has been since 
adopted for general use in all of these cars, but basically, 
there has been no change in the design, which has now been 
adopted as standard on many other systems. 

Street cars numbering 2,872 are here at all times kept 


available for regular service; of this number more than 
2,300 cars have been manufactured under the Mitten Man- 
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agement design, which has not cost P.R.T. one cent for the 
Mitten Management patents, but on the contrary the free 
use forever of these patents has been assured to P.R.T. and 
also to all other properties hereafter operated by Mitten 
Management. 


P.R.T. research and testing department, under the guid- 
ance of Mitten Management, led in the development of 
trackless trolleys, one-man cars and motor buses. Every 
one of these advances in the art as applied to Philadelphia 
have been developed by Mitten Management engineers, and 
each and every one supplied to P.R.T. free of any cost 
whatsoever for use of Mitten Management inventions. 

So successfully have we kept abreast of evéry develop- 
ment that P.R.T. today operates a larger percentage of 
modern street cars, motor buses and trackless trolleys, 
maintained with a greater degree of efficiency, than any 
other system. 

Mr. Senter then goes on to discuss the matter of car 
housing, again citing the deplorable condition in which 
Mr. Mitten found the property in 1911 and how since 
that time three new car stations of modern type have 
been designed for 400 cars, 335 cars and 450 cars 
respectively, built in the northern, western and south- 
ern sections of the city. These three new carhouses 
are used as divisional headquarters and made possible 
the abandonment of nine old carhouses operated in 
1911. As noted in the ELECTRIC RAILWAY JOURNAL 
of Aug. 8, 1925, three of these old carhouses have 
been remodeled for purposes of garaging the new gas- 
electric buses. 

Mr. Senter speaks particularly of the fire protection 
in these three new carhouses. He declares that ade- 
quate firewalls have been so constructed that only 90 
cars are housed in each bay and the entire plant is 
protected by means of high-pressure pumps, sprinkler 
systems, carefully drilled fire brigades, and supervi- 
sion of housekeeping methods, and as a result P.R.T. has 
succeeded in making a great reduction in insurance, 
the premiums having been reduced from 50 cents per 
$100 of value in 1910 to 10.4 cents per $100 in 1925. 
The money saving thus accomplished alone, according 
to Mr. Senter, now exceeds $160,000 a year. 

On the question of overhauling and inspection of 
cars Mr. Senter testified as follows: 

Mitten Management believes that clean and well-painted 
cars are an important factor in public service in that they 
are not only pleasing to the public, but of great assistance 
in maintaining the morale of the operating force. Cars are 
therefore cleaned and painted by the most scientific methods 
known, special attention being given to sanitation, with the 
result that P.R.T. cars are the brightest, cleanest and most 
sanitary now in service anywhere. 

Mitten Management years ago discarded the uneconomic 
policy of inspecting each car on a time basis, irrespective 
of the work performed. Instead we have developed and 
adopted, after considerable research and test, a system of 
inspection, overhauling and painting based on the power 
consumed by each car as shown by a recording meter which 
has been developed by us. 

These improved methods, together with untiring effort to 
create in the workers a personal interest in the job, have 
brought about a reduction in the labor and material used in 
this work over the 1911 conditions, which now results in a 
money saving of approximately $1,500,000 a year. 

Under the caption of sand handling, Mr. Senter 
describes the process prior to 1911 of hauling sand in 
wagons to the carhouses, where it was dried by means 
of old-fashioned coal stoves, stating that this system is 
still being used in many otherwise modern systems. 
Obsolete passenger cars were used as sand distributors, 
and in bad weather were sent out over the entire sys- 
tem, sprinkling sand promiscuously on the rail over the 
full length of each line. Thousands of yards of sand 
were thus wasted. Since sand is needed only at the 
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exact point of carwheel contact in starting and stop- 
ping on a wet or greasy rail, Mr. Senter continues: 


Mitten Management designed and constructed large tank 
sand cars operated by motors and equipped with special air 
compressors by which sand is drawn into the tank cars at 
the pier and discharged into enormous sandbins at each 
earhouse, all sand handling now being accomplished either 
by electric or pneumatic machinery. Each passenger car 
is now equipped with a sand hopper operated by air, ena- 
bling the motorman to distribute sand as required to the 
rail immediately and only in front of the car wheel. 


In his discussion of the power situation, Mr. Senter 
reflects the recent flare-up between the Philadelphia 
Electric Company and P.R.T., stating that ‘P.R.T. 
power situation was materially improved by this proce- 
dure,” referring to the purchase of the base load power 
from the Philadelphia Electric and the generation of 
peak load power by old P.R.T. stations. He continued: 


But the power situation received a serious setback when 
in 1920 the Philadelphia Electric Company informed P.R.T. 
that within a short time thereafter P.R.T. power cost would 
be increased $1,000,000 a year. Mitten Management took 
immediate steps to minimize this burden and in the last 
few years has succeeded in obtaining a substantial decrease 
in this cost, but has been unable to secure a sufficient 
decrease in the cost of its purchase power to make the 
present contract with the Philadelphia Electric satisfactory. 
Mitten Management engineers will therefore probably be 
called upon to plan for P.R.T. generation of its own power, 
or for the purchase of the required power supply elsewhere 
on a much more satisfactory basis. 


Mr. Senter makes interesting statements under his 
analysis headed “Motor Buses.” Under this caption he 
states: 


One of Mitten Management’s latest and greatest produc- 
tions has been the gas-eleetric motor bus, in the study and 
research of which Mitten Management engineers spent sev- 
eral years, and Mitten Management hundreds of thousands 
of dollars, the result of which comes to P.R.T. without 
one cent of added cost. 

Motor buses as previously in operation elsewhere were 
nothing more than an indifferently designed body, mounted 
on an ordinary motor truck chassis. These buses had an 
average life of from three to five years, which was a 
startling revelation to those of us who were foremost in 
designing the near-side car, which, as heretofore stated, 


after fifteen years of active service shows little signs of 
wear. 


Under the heading of ‘Co-operation with City in 
High Speed Planning,” the witness further testified as 
follows: 


Mitten Management, at its own cost and entirely outside 
of the obligation of its management contract, has, in the 
design, construction and equipment of the city’s high-speed 
lines, given unstintingly of its expert knowledge and 
experience in matters of operation, structures, station 
details, entrances, control, yard layouts, shops, substations, 
cars, signal and lighting systems, etc. . 

Mitten Management, looking toward its ultimate goal of 
a seat for every passenger at all hours, to which end it has 
for years been designing its surface cars, has recommended 
to the city a high-speed car for Broad Street subway opera- 
tion with a seating capacity of 82. This completely 
reverses the old arrangement of longitudinal seats and wide 
aisles, as in the Market Street elevated cars and also the 
city-built Frankford “L” cars, and which design, if followed 
in the proposed 65-ft. Broad Street subway car, would only 
seat 63. This is in contradistinction to the practice still 
almost universally followed, where maximum standing room 
is still sought for in these public conveyances. A notable 
instance of such planning is contained in the latest subway 
car development in New York City, where, with a maximum 
carrying capacity of 288 passengers, seats are only pro- 
vided for 78 during the rush hours. It is the opinion of 
Mitten Management that the old idea of horse car days, 
that straphangers were a necessary evil to produce divi- 
dends, must perforce give way to the more modern policy 


of a seat for every passenger at all hours, otherwise those 
passengers who are willing to pay will seek more convenient | 
forms of transportation. i 


Dr. A. A. Mitten, executive vice-president and in 
charge of personnel and labor problems, in his treatise’ | 
on this subject also read into the records before the 
Public Service Commission of the Commonwealth, goes 
back still further and cites the experience in railway 
operating work of his father, from 1896 in Milwaukee, © 
when he fought through and won a bitterly contested 
street car strike in that city, and many years after- 
ward went successively to Buffalo and Chicago, and was © 
gradually working out what was to become the solution 
of the problem. Dr. Mitten states that “Phila- 
delphia, in 1911, with the traction company virtually 
bankrupt and with the worst labor situation in the 
world, knocked at his door and asked him to come to ~ 
their aid with his remedy.” , 

In the face of this deplorable situation, which Dr. 
Mitten outlined in several pertinent paragraphs, he 
introduced his famous plan which can be outlined in 
the three paragraphs quoted from Doctor. Mitten’s 
testimony as follows: 


First, to furnish to the public adequate system of trans- 
portation. 

Second, to recognize the efforts of the men by such 
increased wages as their co-operation made possible. | 

Third, to build up and maintain the property in such a 
way as to protect the investments of the owners and make 
it possible to provide a return on the $30,000,000 of capital 
paid in. F 

It is noteworthy that this threefold pledge entered into 
by men and management in Philadelphia in 1911 is the first 
recognition discoverable that the public interest in the way 
of improved service must be first safeguarded and that the 
wages of the men and the return on capital must be subor- — 
dinated thereto. . . . . 

Into this sorry situation Mr. Mitten brought a practical 
knowledge, born of years of street railway operating experi- 
ence, which has demonstrated to him the truth of the theory 
that co-operation through mutual trust and confidence is the 
elixir which will transmute the base metals of capital and — 
labor into the gold of efficient and worth-while accomplish- 
ments. With characteristic frankness he stated the case 
clearly to the men. Service rendered to the public must be 
improved and the property rehabilitated. Employees 
could not expect from the company, in its financially 
exhausted condition, any greater percentage of the gross | 
receipts than the 22 per cent they were then receiving. The 
obvious answer was, more revenue, more pay. 


This 22 per cent of gross receipts was agreed to by 
the men. The trainmen were divided among them- 
selves and failing to reach an agreement of 75 per 
cent of their number, to have any one of the three 
unions represented on the proverty represent the 
entire number, the men entered into the agreement 
which forms the basis of the Mitten Plan of Co-opera- 
tion. Essentially, this plan, Dr. Mitten states, has been 
maintained since that time, although the bases of wage 
payment have been altered on several occasions. 

Under the 22 per cent of gross revenue the train- 
men’s wages gradually rose from 23 cents per hour 
until July 15, 1918, when the rate had automatically 
advanced under this plan to 43 cents per hour. At 
this juncture the National War Labor Board ordered 
that the trainmen receive an increase to 48 cents per 
hour, which was the average of the rates established 
in the four cities of Chicago, Detroit, Cleveland and 
Buffalo. < 

Mr. Mitten seized upon this plan and entered into 
an agreement with the men that this would be the 
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asis for establishing the wage rate, and that as the 
verage of these four cities either went up or down, 
9 would the Philadelphia wage rate automatically vary. 
Inder the four-city average the wage rate reached the 
igh point of 724 cents per hour in 1920. Following 
his same plan, wages were reduced in 1921 to 65 cents 
nd later to 64 cents. 

Again quoting Dr. Mitten: 

Evidence of the sincerity of the men in their efforts to 
o-operate in every way with the management was given 
vyhen, upon the unexpected desertion by the company’s 
ankers in 1920, the employees agreed, without question, to 
| postponement of wages then due until such time as the 
ompany could be placed in financial position to pay them. 
"he amount of the wages withheld, 7% cents per hour, aggre- 
rated $949,766, and the men waited patiently for this sum 
or a period of eight months. — 

Later, when Buffalo came under P.R.T. management, 
t was agreed that this city should be dropped from 
he four-city average, and the remaining three cities 
ised as an average to determine the Philadelphia 
vage rate. ; 

In 1922 a 10 per cent wage dividend was inaugu- 
ated. This 10 per cent, however, is not paid to the 
nen directly but is put into a co-operating savings 
‘und, and used for the purchase of P.R.T. stock. The 
lividend from this stock is paid to the men pro rata 
n accordance with their respective ownership of the 
stock held by the co-operative association. In 1925, 
she men having demonstrated beyond question by their 
sfficiency and their economy their right to the 10 per 
sent additional wage, this requirement was made a 
part of the trainmen’s basic wage, so that they now 
receive 77 cents per hour maximum. Plans are now 
in the process of study for the establishment of a 
wage to be based on the purchasing value of the dollar. 


R. H. HORTON ON VALUE OF SERVICE 


R. H. Horton, president of the Philadelphia Rural 
Transit Company, which is the bus operating company 
owned and controlled by the Philadelphia Rapid Transit 
Company, read a paper on the value of service. Mr. 
Horton has attempted to prove the superiority of P.R.T. 
in the value of the service that it renders to the riding 
public of Philadelphia. This question is difficult to 
prove in comparison to other cities, on account of the 
essentially different local conditions involved in every 
different community. Mr. Horton states: 

_ The frequency of cars is of great importance to the 
passenger, in considering the time consumed on a journey. 
This can best be measured by cars operating per mile of 
track. It is obvious that the more cars per mile of track, 
the more often they will pass a given point, and less time 
will be lost in waiting. In Philadelphia we find 3.7 cars 
per mile of track. Other cities are as follows: Boston, 2.4; 
Chicago, 2.7; St. Louis, 2.7; Kansas City, 2.1; Pittsburgh, 
1.4; Brooklyn, 2.9. 

Mr. Horton does not state whether the relation of 
miles of track to the population in a growing com- 
munity such as Philadelphia would have any effect on 
these calculations or whether the congestion in certain 
sections of the city, and the concentration of cars 
over the well-defined routes during a period of great 
industrial expansion, would have any bearing on the 
relationship of the number of cars operated per mile of 
track. Mr. Horton continues: 

Furthermore, and most important, the ‘design of car in 
Philadelphia has always been influenced by the maximum 
number of. seats, and their operation, as well, has always 
been in view of the main object of Mitten Management to 
‘provide a seat for a passenger at the earliest possible time. 


Such a record I do not believe has been equaled by any 
other company anywhere. 

The writer lays stress on the heating and ventilating 
of the car, stating that the hinged sash system of 
ventilation is unique in Philadelphia and has been 
generally satisfactory. The heating of the car is not 
left to the train crew’s judgment but is regulated by 
signs placed at various points on the system, notify- 
ing the crew of the degree of heat that should be 
turned on in the car. Mr. Horton praises the train- 
men in the following statement: 

Philadelphia trainmen are renowned for their courtesy. 
No doubt many at times have experienced discourteous 
treatment from an employee, but in an army of 6,000 em- 
ployees in platform service there are apt to be some excep- 
tions to the general rule. 

Mr. Horton analyzes the fare situation, in comparison 
with Philadelphia, in the cities of Chicago, both on 
the elevated and surface lines; St. Louis, Kansas City, 
Pittsburgh, and Brooklyn. In regard to Brooklyn it 
was stated: 


Brooklyn is reputed to have a 5-cent fare. There are, 
however, but a very limited number of transfer points, since 
they were discontinued in 1920 wherever possible, and 
2-cent transfers substituted in some places. Thus, the per- 
centage of transfers to revenue passengers dropped from 
47 per cent in 1919 to about 8 per cent in 1923. 

It will be recalled that Philadelphia for many years 
prior to 1920 had a 5-cent fare, with many free trans- 
fer points and also a considerable number of 3-cent 
exchange transfer points. 

Mr. Horton closes his statement before the Public 
Service Commission as follows: 

The average fare per revenue passenger in Philadelphia 
for the month of July, including revenue from surface lines 
and subway, elevated lines and motor buses, including cash 
fares, tokens, and exchanges, amounted to 7.59 cents. In 
making up this average fare, less than 5 per cent paid the 
full fare of 8 cents, about 90 per cent paid 74 cents token 
fare, less than 2 per cent paid the 10-cent motor bus fare, 
about 36 per cent used transfers and a little more than 
4 per cent used exchanges. 

From these data the evidence is unmistakable that Phila- 
delphia is supplying a superior service at less cost, and one 
ean freely say that the value of service rendered in Phila- 
delphia thoroughly exceeds the price now paid for it. 


J. M. SHAW ON PUBLIC RESOLUTIONS 


Mr. Shaw, editor of Service Talks, read into the 
testimony a statement on public relations in which he 
states that all public contacts with Mitten Management 
and hence the P.R.T. is centered in a paper distributed 
periodically called Service Talks. Mr. Shaw outlined 
other means of gaining publicity through the use of 
certain space reserved in their cars for car card adver- 
tisements. 

He also mentioned the fact that $3,000,000 of P.R.T. 
7 per cent preferred stock was floated to the car riders 
this year, through the agency of the conductors on the 
cars and the ticket sellers located in subway-elevated 
stations operated by the P.R.T. This issue, he states, 
was oversubscribed and more than two-thirds was on 
a dollar a week pay-the-conductor basis. This, the 
writer states, was the first venture of Mitten Manage- 
ment into the field of car-rider ownership, and its 
astonishing results completely proved the ability of 
P.R.T. to finance itself on a 7 per cent basis without 
the assistance of outside bankers, with whom its rela- 
tions in the past have been anything but satisfactory 
from the standpoint of devoting as much as possible 
of the car riders’ money to the car riders’ service. 
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American Association Program 


Sessions Have Been Advanced One Day, Beginning Monday Morning at 
Ten O’Clock Instead of Tuesday as in Previous Years 


ONDAY morning, Oct. 5, will 
mark the opening of the 44th 
annual convention of the American 
Electric Railway Association, which 
promises to be the greatest in its his- 
tory. The opening gun will be fired 
when the American Association session 
convenes at 10 o’clock. The programs 
for all the meetings will be full of live- 
wire addresses with interest for all. 
Programs of the affiliated associations 
were published in this paper for Aug. 
29, page 328. A few changes have been 
made. These and the program of the 
American Association, as corrected by 
headquarters up to Sept. 11, follow: 


Monday Morning, Oct. 5 


9 A.M. TO 10 A.M. 
REGISTRATION AND DISTRIBUTION OF 
BADGES at booths at entrance to Young’s 
Million Dollar Pier. 
10) AM. TOL PM: 
Meeting held in Greek Temple 
ADDRESS OF WELCOME BY HONORABLE 
EpWwarp L. BADER, Mayor oF ATLANTIC 
@rpys SNe: 
ADDRESS OF PRESIDENT. 
REPORT OF TREASURER. 


APPOINTMENT OF COMMITTEE ON 
RESOLUTIONS. 
General subject: PROBLEMS OF 


INDUSTRY, by committee chairmen. 
Appress—“‘Federal Regulation of 
Interstate Motor Carriers,’ by Harry 
Reid, president Interstate Public Serv- 
ice Company, Indianapolis, Ind. 
AppRESS—“Value of Community Sec- 
tions,” by C. E. Morgan, vice-president 
and .general manager Brooklyn City 
Railroad, Brooklyn, N. Y. 
Appress—“How the Manufacturers 
Can Help Solve Our Problems,” by E. 
F. Wickwire, vice-president Ohio Brass 
Company, Mansfield, Ohio. 
Appress—“What Education Can Do 
Toward Solving Our Problems,” by 
Edward Dana, general manager Bos- 
ton Elevated Railway, Boston, Mass. 
AppRESsS—“Insurance Problems,” by 
Paul E. Wilson, secretary Cleveland 
Railway, Cleveland, Ohio. 
ApprRESs—“Valuation Problems,” by 
W. H. Maltbie, special counsel United 
Railways & Electric Company of Balti- 
more, Baltimore, Md. 
Appress—“Management and Opera- 
tion,” by F. R. Coates, president Com- 


munity Traction Company, Toledo, 
Ohio. 

Discussion. 

REPORT OF COMMITTEE ON REVISION 


OF CONSTITUTION AND By-Laws—C. D. 


Emmons, president United Railways & 
Electric Company of Baltimore, Balti- 
more, Md. 


Tuesday Morning, Oct. 6 


10 A.M. TO 1 P.M. 
Meeting held in Greek Temple 


General subject: TRAFFIC PROB- 


LEMS. 

REPORT OF COMMITTEE ON NOMINA- 
TIONS—T. N. McCarter, president Pub- 
lic Service Railway, Newark, N.~J., 
chairman. ; 


ELECTION OF OFFICERS. 


ApDpDRESS—“Need for Unified Action 
by All Public Utilities in Approach to 
Traffic Congestion Solution,’ by Col- 
onel A. B. Barber, director National 
Conference on Street and Highway 
Safety, Washington, D. C. 

ApprESsS—‘“‘Transportation an Essen- 
tial Basic in Any Solution of City 
Development,” by C. E. Smith, con- 
sulting engineer, St. Louis, Mo. 


ADDRESS—“Survey of Transportation 
Requirements of City Essential to Solu- 
tion of Problem,” by F. W. Doolittle, 
vice-president North American Com- 
pany, New York, N. Y. 

AppRESsS—“The Traffic Congestion 
Problem, Traffic Control and Rapid 
Transit,” by D. W. Pontius, vice-presi- 
dent Pacific Electric Railway, Los 
Angeles, Cal. 

ADDRESS—“Rapid Transit,’ by G. A. 
Richardson, vice-president Chicago 


. Surface Lines, Chicago, II]. 


Appress—“Financing Electric Rail- 
ways.’ 

ADDRESS—“Value of a Customer 
Ownership Plan to Electric Railways,” 
by Britton I. Budd, president Chicago 
Rapid Transit Company, Chicago, Ill. 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


Sept. 28-Oct. 2— National Safety 
Council, Cleveland, Ohio. 


Oct. 5-9—American Electrie Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 

Oct,  21-23—American 
Society. Boston, Mass. 


_Jan. 28-29—Central Electric Rail- 
way Association, French Lick, Ind. 


Welding 


.Chicago Surface Lines, Chicago, Ill. 


WORK AT HEADQUARTERS 
Talks by members of the staff. 


Tuesday Evening, Oct. 6 
GENERAL EVENING SESSION, 9 P.M. 
Ball Room 


MEETING UNDER AUSPICES OF THE 
ADVISORY COUNCIL 

Vocat SoLro—Madame Cecil Arden. 

OPENING ADDRESS by B. C. Cobb, 
vice-president Hodenpyl, 
Company, Inc., New York, N. Y., 
man: Advisory Council. 

VocaL Soto—Madame Cecil Arden. 

ADDRESS.— 
_VocaLSoLo—Madame Cecil Arden. 

AWARD OF CHARLES A. COFFIN PRIZE 
—John N. Shannahan, president New- 


chair- 


Hardy & 


So 


port. News & Hampton Railway, Gas & 


Electric 

chairman. 
VocaL SoLo—Madame Cecil Arden. 
INFORMAL DANCING. 


Company, Hampton, Va., 


Wednesday, Oct. 7 


This entire day has been set aside by 
the officers of the association for the 


inspection of manufacturers’ exhibits. 


Every delegate is urged to take ad-' 


vantage of the opportunity to visit the 
manufacturers’ booths, where the most 
modern equipment and latest appliances 
are on displays 


Whevedse Morning, Oct. 8 
10 A.M. TO 1 P.M. 
Meeting Held in Greek Temple 


General subject: THE ELECTRIC — 


RAILWAY CAR. 

AppRESS—“‘Every Electric Railway 
Should Liberally Support Its State Pub-_ 
lic Utility Information Bureau,” by P. 
H. Gadsden, vice-president United Gas 
Unprevement Company, Philadelphia, 

a. 


ADDRESS—‘ “The Electric 


Beeler Organization, New York, N: Y4 


Discussion—W. H. Heulings, Jr., vice- 


president J. G. Brill Company, Phila- 
delphia, Pa.; C. O. Birney, superin- 
tendent car construction, Stone & Web- 
ster, Inc., St. Louis, Mo.; E. B. Meiss- 
ner, president St. Louis Car Company, 
St. Louis, Mo.; F. R. Phillips, general 
manager Pittsburgh Railways, - Pitts 
burgh, Pa.; Thomas Elliott, vice-presi- 
dent Cincinnati Car Company, Winto 
Place, Ohio; A. L. Drum, consulting 
engineer, Chicago, Ill.; H. H. Adams, 
superintendent shops and equipmen 


C. E. Morgan, vice-president and gen 
eral manager Brooklyn City Railroad. 
Brooklyn, N. Y.; M. B. Lambert, man 
ager railway. department Westingh¢ 
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Electric & Manufacturing Company, 
East Pittsburgh, Pa. 


Appress—H. G. Taylor, past-presi- 
dent National Association of Railroad 
and_ Utilities Commissioners, Lincoln, 
Neb. 

GENERAL DISCUSSION. 


REPORT OF COMMITTEE 
TIONS. 7 


UNFINISHED BUSINESS. 
New BUSINESS. 
INSTALLATION OF OFFICERS. 
ADJOURNMENT. 


ON RESOLU- 


Engineering Executive 
Committee 


ONSIDERATION of committee re- 

ports for the year was the princi- 
pal business transacted at the meeting 
of the executive committee of the En- 
gineering Association, held at associa- 
tion headquarters on Sept. 4. Members 
present were: President Charles H. 
Clark, chairman; R. C. Cram, C. R. 
Harte, Daniel Durie, R. H. Dalgleish, 
M. B. Rosevear, F. H. Miller and J. W. 
We’'sh. G. C. Hecker acted as secre- 
tary. 

Following approval of the minutes of 
the last meeting Mr. Hecker gave the 
status of the reports of committees be- 
ing published. The committees on auto- 
matic substations and engineering sym- 
bols will render only progress reports 
recommending continuation of these 
subjects for another year. For the 
standards committee, Mr. Harte stated 
that the reports of standing commit- 
tees are being received so late this 
year that it would be difficult to have 
his report printed in advance of the 
convention. After some discussion it 
was voted that in future it would be 
unnecessary to have this report printed 
in advance of the convention. 

Interest centered around the compre- 
hensive report of the sub-committee on 
committee organization. Sweeping 
changes in the organization of the asso- 
ciation’s committees and in the proce- 
dure involved in the adoption of stand- 
ards were included. In brief the plan 
proposed is to organize a group _of 
standing committees of nine members 
each, as follows: 

Way and structures; equipment (includ- 
ing rail cars and motor buses) ; power, and 
purchases and stores. Each of these groups 
will act as a standardization committee in 
its own field and will pass upon recommen- 
dations made by special committees ap- 
pointed by the president in each field to 
study various subjects assigned by the ex- 
ecutive committee. A special committee, 
for example, will be given one or possibly 
two assignments, which would be completed 
as promptly as possible and transmitted 
to the standing committee. The standing 
committee would pass upon the reports in 
much the same way as the standards com- 
mittee acts on committee reports and would 
make its recommendations to the executive 
committee. In the meantime, the report of 
a special committee would be published 
either as a bulletin or in Aera so that all 
members of the association might have an 
opportunity to study it. Thus if a special 
committee report was finished in February 
or March or any other time during the 
year, it would immediately be available for 
study by the entire membership of the asso- 
ciation. At the convention these reports 
would be acted upon in the usual manner. 

The members of the standing committees 
would be appointed for three-year terms 
with one-third retiring each year. The 
standing committees would be expected to 


pass upon and actively handle projects 
brought before the association through the 


American Engineering Standards Commit- | 


tee, the Division of Simplified Practice, the 
Federal Specifications Board or any other 
national association. Its members would be 
expected to serve on A.E.S.C. special and 
sectional committees or on joint commit- 
tees with other associations. The standing 
committees, however, would not be directly 
assigned subjects for study by the asso- 
ciation, all such subjects being handled 
through the special committees. 


The executive committee, although 
favoring a trial of the proposed reor- 
ganization plan, felt that it would be 
a difficult scheme to put into effect dur- 
ing any one administration. It was 
voted, therefore, that: 


Effective commencing with the associa- 
tion year for 1925-1926, there shall be ap- 
pointed a standing committee on way and 
structures consisting of approximately nine 
member's divided into three groups, three 
being appointed for three years, three for 
two years and three for one year. After 
the first year, three members will auto- 
matically retire each year and three new 
members will be appointed. This commit- 
tee shall act as a standards committee for 
matters affecting way and structures. 

Special small committees shall be ap- 
pointed by the president to consider sub- 
jects assigned by the executive committee 
and report as soon as completed to this 
standing committee on way and structures. 
The standing committee will report its find- 
ings and recommendations to the executive 
committee. 

This resolution is intended to put into 
effect the proposed method of standing 
committee organization and procedure as 


“outlined in the report of the sub-committee 


on organization and standardization proce- 
dure, dated June 18, 1925, page 7, item 5, 
first three paragraphs. The standing com- 
mittee on way and structures will take the 
place of the committee on standards so 
far as subjects affecting way and _ struc- 
tures are concerned. The special commit- 
tees to be appointed by the president will 
take the place of the present committees 
4 way matters and buildings and struc- 
ures. 


The status of the special committee 
on rail corrugation was announced by 
President Clark. He stated that the 
first meeting had been held in Cleve- 
land on July 14, and that W. W. Wysor 
had been appointed chairman and D. D. 
Ewing secretary. While in Cleveland 
the committee examined the tracks of 
the Cleveland Railway. Later a trip 
was made by the committee to study 
track conditions in Washington, Balti- 
more, Brooklyn, Hartford and Boston. 
On another trip the committee covered 
Detroit, Chicago, Minneapolis, Milwau- 
kee and Cincinnati. Secretary Ewing 
is working on a progress report which 
will be submitted at the convention. 
The committee will recommend continu- 
ation next year, as it is probable that 
several years’ study will be necessary 
in order to arrive at any definite con- 
clusion. 

Mr. Dalgleish presented a report for 
the special committee on air reservoir 
specifications. He outlined the atctivi- 
ties of his committee in attempting to 
have the code for unfired pressure ves- 
sels as published in preliminary form 
by the boiler code committee of the 
A.S.M.E. modified so that street rail- 
way air reservoirs of 16-in. diameter 
might be made of 4-in. material instead 
of 4-in. This modification was not al- 
lowed by the boiler code committee. A 
request was also made to have street 
car air reservoirs eliminated from the 
boiler code, based on the exclusion of 
similar tanks for: railway locomotives. 
This request. was also disallowed. 

Mr. Dalgleish then called attention 
to the requirement in the proposed code 
for a safety valve with a lever per- 
mitting daily testing;“and a further re- 
quirement for a hand hole to permit in- 
spection of tank interiors. He also 


mentioned that the boiler code commit- 
tee excluded tanks having longitudinal 
seam welds and stated that the Ameri- 
can Welding Society is having a num- 
ber of tests made in the hope that this 
restriction will be removed. The exe- 
cutive committee felt that the cost of 
such tests should be borne by the manu- 
facturers and voted to disallow the 
request of the American Welding So- 
ciety for a contribution toward the 
tests. It was voted to discharge the 
special committee with thanks and to 
refer the proposed code for unfired 
pressure vessels to the equipment com- 
mittee. , 

The status of the bibliography on 
heavy electric traction was explained 
by Mr. Hecker. The association has 
spent some $800 in its preparation and 
now feels that the expense of publica- 
tion should be borne by other interested 
organizations. After some discussion 
it was voted to have the secretary take 
up the matter with the United Engi- 
neering Library to see if it would ar- 
range for the publication. If so, the 
association will bring the bibliography 
up to date as of Jan. 1, 1925. 

The preliminary convention program 
was approved with a minor modifica- 
tion. This program was published in 
this paper Aug. 29. Nominations for 
officers for the ensuing year, as pub- 
lished in this paper for Aug. 1, were 
approved. 

For the subjects committee, Mr. 
Harte advised that the report would 
be completed for presentation to the 
incoming administration. 

The recommendation of the commit- 
tee on purchases and stores that two 
manufacturer representatives, one to 
be a manufacturer purchasing agent, 
and the other a manufacturer store- 
keeper, be added to the personnel was 
arproved. 

A number of projects for simplifica- 
tion of sizes and types of material, 
which are being worked out by the 
Division of Simplified Practice of the 
Department of Commerce, were con- 
sidered. These included cartridge 
fuses, milling cutters, motor brushes, 
paint and varnish brushes, sheet steel 
and grinding wheels. In this connec- 
tion the committee on purchases and 
stores advised that the proposed stand- 
ard invoice form could be used to ad- 
vantage and requested indorsement of 
this form by the executive committee. 
This approval was voted. 

Several matters concerning the work 
of the American Engineering Stand- 
ards Committee were considered. These 
were largely of a routine nature. 

The following appointments of Engi- 
neering Association representatives on 
A. E. S. C. committees were announced: 
W. W. Brown, special committee on 
industrial control apparatus; H. S. 
Murphy, sub-committee on chestnut 
poles of the sectional committee on 
wood pole specifications; C. W. Burke, 
sectional committee on ventilation 
safety code; H. H. Scofield, special com- 
mittees on instrument transformers and 
synchronous converters; C. W. Squier, 
sectional committee on standardization 
of plain and lock washers. 

It was agreed that the next meeting 
of the executive committee should be 
held in Atlantic City on Sunday, Oct. 4, 
at 6 p.m. 
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Maintenance of Equipment : 


Forming Truck Equalizer 
Bars in Bulldozer 
By J. R. ROGERS 


Foreman Blacksmith Shop, Kansas City 

Railways, Kansas City, Mo. 

HEN a comparatively wide 

piece of flat metal is to be 
formed with right-angle bends in the 
direction of the deep section, usually 
it is quite difficult for the blacksmith 
to keep the material from being 
badly twisted. 

The simple type of die equipment 
shown in the accompanying illustra- 
tion has paid for itself many times 
in labor saved in the shops of the 
Kansas City Railways. This is used 
in a bulldozer. 

As a typical job, truck equalizer 
bars require four right-angle bends 
in each piece. The shape of a 
finished bar and the die equipment 
for doing the work are illustrated. 
It will be noted that two side pieces 
on the die are used to hold the ma- 
terial securely so that it cannot twist 
curing the bending operation. 

The actual forming is done with 
the roller fastened to the head of the 
bulldozer, whose purpose is to pre- 
vent pulling the material in the die, 
and so distorting it. Instead, the 


Passenger Landing on Interurban Line of Pacific Electric Railway Showing Use 
of Corrugated Iron Pipe Culverts 


reller acts to turn the piece of flat 
stock around the corner of the die, 
but does not stretch it. Four opera- 
tions are necessary to complete each 
equalizer bar. First, the two outside 
bends are made, and then the inside 
bends, completing the bar. The die 
is bolted to the bed of the machine, 
while the roller carrier is fastened 
to the crosshead. 


Iron Culvert Construction 
for Passenger Landing 


By CLIFFORD A. ELLIOTT 


Cost Engineer Pacific Electric Railway 
Los Angeles, Cal. 


ETTER drainage and reduced 
maintenance cost have been 
secured by the Pacific Electric Rail- 
way, Los Angeles, Cal., by the sub- 


Bends in Deep Section Flat Stock Are Made Rapidly with This Roller Bending Die in 
the Shops of the Kansas City Railways 
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Truing Up Axles on a Modified Roughing Lathe in the Chelsea Shops 
of the Eastern Massachusetts Street Railway 


‘stitution of corrugated iron pipe for 


redwood box culvert construction. 
On the interurban lines of this com- 
pany passenger landing platforms 


have been constructed by filling in 


the drainage ditch alongside the 
right-of-way with quarry waste. 
These landings vary in length from 
75 ft. to 350 ft., according to the 
length of train which it is desired 
to accommodate, the maximum being 
for a five-car train. In the past it 
has been the practice, wherever any 
considerable quantity of water was 


likely to flow along the drainage 


ditch, to construct a redwood: box 
culvert through the quarry waste 
forming the landing. 


The life of the redwood box cul-. 


verts under .these landings has 
averaged approximately five years. 
Their maintenance has been some- 
what difficult and expensive. When 
the timber has decayed the material 


in the landings themselves. Even 
after these have been filled in there 
is a chance of further cave-in of the 
material. 


account of such holes. 


tically eliminated. 


The standard practice now adopted 
embodies the use of 12-in. to 18-in. 
corrugated iron pipe as a culvert 
underneath the passenger landing. 
The danger of falls has been prac- 


walls are made from good sections 


structure or convenient field. stone._ 


of second-hand ties, pieces of broken 


conerete removed from the track 


The possibility has existed - 
_of passengers stumbling or falling on 


End retaining © 


These are then whitewashed and as 
the quarry waste used in the con- 
struction of the landing also has a 
whitish color the station is readily 
seen by trainmen at night. 


Bearing Fits Shaped ona 
Roughing Lathe 


Y RAISING the headstock and 
tailstock of a seldom used rough- 
ing lathe in its Chelsea shop, the 
Eastern Massachusetts Street Rail- 
way has been able to utilize this ma- 
chine for shaping journal bearing 
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fits. When cars come into the shop 
for overhauling, it is the practice of 
the company to turn down carefully 
all bearing fits. Axles are trued up 
until the limit of wear is reached. 
To perform such. operations on this 
lathe while the wheels remained on 
the axle, however, it was necessary 
to raise the headstock of the lathe 
about 10 in. Wood blocks are used 
to support the headstocks in their 
new position and gears have been 
introduced to transmit the motion 
from the old shaft to the new position. 


Convenient Bench Used 
by Welders 


MPORTANT savings have been 
made by the Reading Transit 


~Company, Reading, Pa:, by utilizing 


welding for the repair of broken 
parts. In one corner of the black- 
smith shop welding apparatus has 
been installed as shown in the ac- 
companying illustration. The oxy- 
acetylene method is used. A con- 
venient bench has been arranged 
and provided with numerous recesses 
for the storage of welding rods. A 
supply of each type used by the com- 
pany is kept in a separate space. 
At the back of the bench a pilot 
light is kept. burning for the con- 
venience of the welder in relighting 
his torch. The section devoted to 
welding repairs has a number of 
large windows to provide light and 
ventilation. 


Bench Where Oxyacetylene Welding: Is Done in the Shops 
of the Reading Transit Company : 
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Regulating Pressure of 
Bearing Installation 


ORE satisfactory results are ob- 

tained, it is thought by the Con- 
necticut Company, New Haven, if 
armature bearings are installed at 
a definite predetermined pressure 
rather than by ordinary hammer 
blows. To accomplish this, a hy- 
draulic press of the type shown in 
the accompanying illustration has 
been built and installed at the Grand 
Avenue shop. A hand pump, shown 
on the right, forces oil into the 
cylinder in the center. Pressure on 
the cylinder is transmitted to the 
piston. This, in turn, creates a pres- 
sure on the bearing. When the re- 
lease valve of the hand pump is 
turned the oil flows back into the 
supply. tank. A counterweight. op- 
erating over the pulley shown at the 
left restores the piston to its normal 
position. The gage at the top tells 
the operator how much pressure is 
being applied. The standard is 500 
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Hydraulic Press Used by the Connecticut 
_ Company for Installation of Armature 
Bearings 


lb. per inch of diameter of the bear- 


ing. As all box-frame motors are 


overhauled here, this device for bear- 
ing installation has proved particu- 
larly useful. 


New Equipment Available 


Electric Oil Heater 


EAVY-DUTY oil heaters for 

preheating fuel oils, oil baths 
and like equipment for drawing the 
temper of steel tools, heatitig’ kettles, 
etc., are being placed on the market 
by the Hynes & Cox Electric Cor- 
poration, Albany, N., Y. These 


$ 


Heavy-Duty Electric Heater for Oil 


heaters are of a circulating type for 
heating large volumes of oil. They 
are made for single-phase, two- 
phase or three-phase circuits at 220, 
440 or 550 volts and for d.c. circuits 
up to 850 volts.’ 

«Dhe-heating of the oil is accom- 
plished by pumping it through a 


coil of steel pipe inclosed within a 
well insulated chamber containing 
electric heaters. This positive cir- 
culation through the heater prevents 
local overheating and overcomes 
troubles which might result from 
deposits on the heating surface. It 
also keeps the main oil reservoir 
thoroughly stirred and insures a uni- 
form temperature. 

The oil circulating pump used is 
of the positive gear type and is de- 
signed with special packing and 
lubricating features suitable — for 
handling oils at high temperatures. 
The pump shaft is direct-connected 


‘to an inclosed motor-driven speed 


reducer. One standard size pump 
handles 450 gal. of oil per hour and 
another size handles 1;000 gal. per 
hovr. Other sizes can be furnished 
if desired. 

The electric heaters are made in 
sections bolted together and con- 
nected electrically by substantial bus- 
bars. Any individual heater can be 
easily replaced without disturbing 
the others. Connections are brought 
out into a steel cabinet, which in- 
closes the fuses, control switches, 
etc., so that all live parts are 
fully protected. Externally operated 
safety, switches control the pump 
motor and the heater circuits, which 
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are so interlocked that while the 
pump can be operated without heat 
the heat cannot. be turned on unless 
the pump is working. Automatic 
thermostatic control is provided 
which can be set to maintain any 
desired temperature in the oil 
reservoir. 


Duplex Type Recording 
Pyrometer 


UILT to make a single record, a 

duplex record with two records 
side by side, or in multiple form as 
many as twelve records on one chart, 
a recording pyrometer has been de- 
veloped by the Brown Instrument 
Company, Philadelphia, Pa. This 
should prove an efficient instrument 
for electric railway shops that bab- 
bitt their own bearings. The instru- 
ment operates on the frictionless 
principle in which a pointer swings 
freely and at intervals of every 30 
seconds is depressed on a carbon or 
inked ribbon, producing a mark on 
the chart which has rectangular co- 
ordinates. These marks are close 
together and form a continuous line, 
The marking ribbon and chart last 
two months before renewal is re- 


Brown Recording 
Records oe One Chart 


Pyrometer with Four 


quired, and no inking is necessary. — 


A platen is supplied with the instru- 
ment, by means of which notes can be 
recorded on the chart. 

The galvanometer and the record- 
ing chart mechanism are carried on 


No. 11 


i te 


ve \ 


a hinged frame, which when swung — 


aside makes the galvanometer readily 
accessible, and when closed a housing 
protects the galvanometer. The 
recorder is driven by an electric 
clock if alternating current is ayail- 
able. 


ber of combinations. 


The chart speed can readily be. 
changed and is supplied for a num- 
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he News of the Industry 


P. R. T. Held Up as Model 


Mitten Management Quick to Turn to. 


‘Advantage Articles Written 
by Boston Man 


- Edward Elwell Whiting, described by 
the editor of the Boston Herald as a 
man “whose reputation as observer, 
writer, journalist and student is well 
known,” has been writing a series of 
articles for that paper on “How Phila- 


~delphia Solved Her Transit Problem.” 


The conclusion drawn by the Herald is 
that “Philadelphia’s transit system is 
the most interesting and successful de- 
velopment of street transportation in 
the United States.” As the Herald sees 
it, “successful transportation requires 
that the public shall receive adequate 
service at a reasonable price; that the 
employee shall be well paid and work 
under wholesome conditions; that in- 
vested capital shall be secure and re- 


' ceive a fair return.” 


That paper says these ends have been 
achieved in Philadelphia. It then asks: 
“Can they be attained in Boston?” In 
contrasting the transit situation in 
Philadelphia with that of Boston the 
article attempts to show on one hand 
inadequate service, labor troubles, high 
fares and employees’ wages in Boston 
and on the other hand adequate service, 
satisfied labor, lower fares and em- 


| ployees’ wages in Philadelphia. 


AN OLD Story Top In A NEW Way 


To state the case very briefly Mr. 
Whiting in his articles has reviewed 
the history of the rehabilitation of the 
P. R. T. since 1911, when Mr. Mitten 
took hold. There is no need to quote 
from the Whiting articles. They con- 
tain nothing that is new. They repre- 
sent merely a recapitulation of the out- 
standing events of the period of Mitten 
stewardship. An explanatory editorial 
in the Herald is, however, of interest. 
That paper said: 

The transportation system of Boston is 
not satisfactory to public, employees, 
trustees or investors. No blame necessarily 
attaches to any person or persons, em- 
ployers or employees, groups or organiza- 
tions, but the fact remains that the system 
and the service require radical improvement. 

The resemblance between the Boston and 
the Philadelphia systems as to mileage, 
proportion of subways, elevated and sur- 
face lines to the whole and in many other 
respects is striking. 

Quite naturally the articles have at- 
tracted much attention in both cities. 
The Philadelphia Ledger has in fact 
published long extracts from them. In 
addition in its issue of Sept. 8 it com- 
mented at length on the matter. This 
comment the P. R. T. reproduced in a 
four-column advertisement full page 
deep saying that the reprint was “for 
the consideration of the thinking citi- 
zens of Philadelphia.” ; 

As the Ledger sees it: “No one in 
Boston is satisfied with the situation.” 


According to that paper “the Boston 
street car situation is beginning to ap- 
proach that of Philadelphia back in the 
chaotic days of fifteen years ago.” The 
Ledger thinks that “Boston, facing a 
breakdown in transit, looks with envy 
at Philadelphia.” There is, however, a 
certain backlash to the Ledger com- 


ment, an intimation that not everyone 


‘in Philadelphia is as completely sold on 


the P. R. T., as is that paper, for 
toward the end of the comment expres- 
sion is given to the sentiment that “it 
is possible for a good many Philadel- 
phians who blindly fight that system to 
learn a lesson in Philadelphia.” 


. $2,500,000 Texas Road Under Way 


Builder of Beaumont and New Orleans-Kenner Lines Turns His Attention 
to Furnishing Electric Railway Service Eastward Along 
Houston Ship Canal to Baytown and Goose Creek 


INCE the Gulf of Mexico was 

brought 50 miles inland to the port 
of Houston, Tex., via the deepened Buf- 
falo Bayou (now Ship Channel), some 
ten years ‘ago, the erstwhile barren 
channel way has developed industrially, 
along with the port, to such an extent 
that an electric interurban railway has 
been projected to serve some, 31 miles 
of that territory. 

Plans for constructing the electric 
railway were begun last October by 
Harry K. Johnson, engineer and rail- 
road builder, and a group of associates. 
When all of the right-of-way and con- 
siderable adjoining property had been 
acquired, in June, a charter was ob- 
tained and work was begun immedi- 
ately. The road will be known as the 
Houston North Shore Railway. 

The line was planned originally to 
extend from Houston eastward along 
the Ship Channel to Baytown, a com- 
munity created by the establishment of 
the Humble Oil & Refining Company’s 
great refining plant, a few years ago. 
It was decided later to extend the road 
about 3 miles farther east to the oil 
town of Goose Creek. 

Grading has been completed from the 
eastern end of the line almost to the 
San Jacinto River, a distance of about 
10 miles. This work is being done by 
J. E. Koen, grading contractor, and the 
Wilson Construction Company. 

A contract for the purchase of 31 
track-miles of 80-lb. steel rail has been 
practically closed, but Mr. Johnson de- 
clined to announce from whom the rails 
are to be purchased until the deal is 
finally consummated. Delivery and lay- 
ing of rails are expected to begin dur- 
ing September. Ballast will be of shell 
or gravel. 

The contract for installing 15 miles 
of overhead line material and two 
transformer substations has been 
awarded to the Standard Electric Con- 
struction Company, New Orleans, La., 
at a consideration of $109,000. The re- 


~ maining line material will be purchased 


as soon as negotiations now pending 
are completed. 

All poles, crossties and bridge ma- 
terial have been bought from the 
American Creosote Works, New Or- 


leans. The total cost of these ma- 
terials is announced as $230,000. The 
ties are now being delivered. All ties 
and bridge timbers are to be creosoted. 

Four cars are to be furnished by the 
American Car Company, St. Louis. 
Negotiations are under way for the 
purchase of two electric locomotives. 
Each passenger car will seat 54. 

All electrical engineering plans are 
being handled by the General Electric 
Company from the Dallas office. 

Power for this line will be supplied 
by the Houston Lighting & Power Com- 
pany from its new plant at Deepwater, 
on the Ship Channel. 

The total cost of the Houston North 
Shore Railway is estimated at $2,500,- 
000. It is planned to give hourly serv- 
ice from 6 a.m. to midnight, at a fare 
materially lower than the service auto- 
mobile lines now are charging for the 
same run—$1.50. The run will be made 
in one hour, it is planned. The interur- 
ban will carry passengers, freight, ex- 
press and mail. 

The bridge to span the San Jacinto 
River will be 7,000 ft. long, almost 14 
miles. This great length is explained 
by the fact that the bridge must be 25- 
ft. above the water line, as a safe- 
guard against overflows, covering con- 
siderable low bottom lands adjoining 
the river. There will be a total of 
8,600 ft. of bridges and culverts in the 
entire railway line. 


RAPIDLY GROWING INDUSTRIES SERVED 


The new road is calculated to serve 
all of the rapidly growing industries 
along the channel, as well as consider- 
able nearby territory not served so con- 
veniently otherwise. It will have the 
effect, Mr. Johnson declared, of bring- 
ing all of that section into the city of 
Houston in fact as well as in law. 

A slogan of Houston for several 
years has been, “Where seventeen rail- 
roads meet the sea.” With the com- 
pletion of this line the number will have 
to be changed to eighteen. Besides the 
Houston North Shore Railway, Hous- 
ton has only one electric interurban— 
to Galveston, a distance of 50 miles. 

The need for the new line was 
created entirely by the deepening of the 
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Buffalo Bayou, which made Houston a 
world port. Within ten years it has 
become the largest inland cotton port 
in the world and the second largest cot- 
ton port. More than 40 steamships 
make the port regularly and there is 
first-class passenger service between 
Houston and European ports direct. 

Baytown and Goose Creek, the larg- 
est points on the new electric line out- 
side of Houston, have a combined popu- 
lation of about 15,000, including some 
1,600 employees of the Humble Oil & 
Refining Company at Baytown. 

Immediately after the charter for the 
Houston North Shore Railway was ob- 
tained injunction proceedings were in- 
stituted by Ed Kennedy, Houston, seek- 
ing to prevent construction of the new 
line. Mr. Kennedy previously had an- 
nounced plans for building an electric 
railway from Houston to Orange and 
Beaumont. It was alleged in his appli- 
eation for injunction that the Houston 
North Shore Railway paralleled the 
right-of-way proposed for his own line, 
for which he had been granted a 
charter. The application was unsuc- 
cessful. Mr. Johnson declared that the 
rights under Mr. Kennedy’s charter had 
expired when he brought the injunction 
proceedings. 

Mr. Johnson, who is president of the 
North Shore Railway, is personally 
supervising and directing construction 
of the road. He was the builder and 
principal owner of the Beaumont street 
railway system, which was completed 
in 1901. He also built the Orleans- 
Kenner line out of New Orleans and 
other roads throughout the country. 
Other officers of the railway are: R. 
W. Franklin, vice-president; E. L. 
Blankenbecker, counsel, and E. G, Sloan, 
chief engineer. All are of Houston. 


Fares Remain Unchanged in 
Vancouver 


Fares in Vancouver, B. C., will re- 
main as they are for three years more 
as the result of an agreement reached 
between the British Columbia Electric 
Railway and the City Council. The fare 
is 6 cents, with universal transfer. The 
fare to the outside municipalities, which 
is automatically ratified, is 7 cents. 

Under an agreement made _ three 
years ago fares are adjustable each 
three-year period. Failing an agree- 
ment, they go to arbitration. The com- 
pany is required to show cause why 
fares should not revert to 5 cents. It 
accordingly produced evidence showing 
its return upon the investment and a 
comparison of expenses with 1922. 

Before agreeing to the continuance of 
the present fares, the City Council en- 
deavored to obtain several concessions. 
It requested the extension of the Broad- 
way east line and improved service on 
the Nanaimo Street line. The former 
was agreed to and the latter is to take 
place if the Council agrees to the 
abandonment of another line. 

The company operates a bus feeder 
line, but the city pays half the deficit 
up to $10,000 and all the deficit over 
that amount. The company agreed to 
assume half the deficit. 

The heating of city cars was re- 
quested but not pressed. The only other 
concession was the paving of 1 mile of 
double track by the company. 
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Court’s Aid Sought by 
Suburban Line 


City Officials of Berwyn Restrained 
from Interfering with Chicago 
& West Towns Operation 


The Berwyn track paving controversy 
will be aired in court as the result of 
citations for contempt issued against 
Berwyn city officials by Judge Jesse 


-Holdom in the Superior Court at Chi- 


cago. 

The principal defendants are Mayor 
Frank Janda, Chief of Police James 
Mickes and three policemen. The five 
men were charged with having boarded 
a wrecked car of the Chicago & West 
Towns Railway and held it in defiance 
of an injunction issued to the company 
forbidding the city from interfering 
with the removal of the car and the 
restoration of service. 

The street has had virtually no sur- 
facing between and on each side of ‘the 
rails for a year. The company has 
franchises running to 1937, but said 
that adequate financing would not be 
possible unless the grants were ex- 
tended. The city refused and a verbal 
controversy raged for months. Street 
cars were picketed with signs reading: 
“Ride at your own risk.” 

Two street cars were wrecked within 
a few days in the middle of August in 
front of the Berwyn hospital. In the 
second accident a crowd of Sunday 
picnickers was badly shaken up and 
40 of the riders were carried into the 
hospital. The city ordered service 
stopped and held the lid on the lines 
for a day, but relented. No sooner 
had service been resumed than an- 
other car jumped the track in the same 
district. 

A committee of vigilantes was 
formed and barricaded both ends of 
the bad section with automobiles and 
other obstacles. Early the next morn- 
ing, in the darkness, a crowd began to 
tear up the rails. Despite plenty of 
cheering from the sidelines, the 
wreckers seemed glad to quit when fac- 
tory whistles blew. 

The company had men on the job at 
once and one was arrested and the city 
ordered suit for injunction to prevent 
the removal of the car until the com- 
pany had carried out its franchise 
terms by repair of the street. The com- 
pany beat the city into court and the 
Mayor and his assistants then took 
charge in person, but were quickly 
routed by court officials. The car has 
since been removed and the rails relaid. 

When the first suspension order was 
issued the company mobilized a fleet of 
buses so that service was not hampered. 
It is said that most of the buses will 
remain in service auxiliary to the street 
cars. 


Bill for Five-Cent Fare Up to 
Mayor Hylan 


The Municipal Assembly bill intro- 
duced last March by Comptroller Craig 
of New York City, N. Y., making it 
unlawful for any future Board of Esti- 
mate to consent to an increase in car- 
fares’ passed both branches of the Mu- 
nicipal Assembly on Sept. 9 without an 
opposing vote. Its passage was brought 
about by the Tammany members of the 
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Board of Estimate, who, following a 
conference last week, decided upon this 
as a means of eliminating the 5-cent 
fare issue from the Democratic primary 
campaign. 

Although the calls for the special 
meetings of both branches of the Mu- 
nicipal Assembly had been issued by 
the Tammany members of the Board 
of Estimate and by the Tammany 
President of the Board of Aldermen, 
the Hylanites in the Board of KEsti- 
mate and the Hylanites and Republicans 
in the Board of Aldermen all recorded 
themselves in favor of the measure. 

The Mayor has stated that he will 
sign it. 


Boston “L” Arbitration Concluded 


H. Ware Barnum, counsel for the 
trustees of the Boston Elevated Rail- 
way, Boston, Mass., began his final 
arguments on Sept. 3 before the wage 
arbitration board. He argued that the 
so-called Mayberry and McLaughlin 
awards last year and the year before 
were unduly high and that the present 
wage scale should be reduced rather 
than increased. Mr. Barnum said: 

Everybody knows it would be a calamity 


to have to raise the 10-cent fare, but the. 


present 10-cent fare was scarcely enough 
to pay the 70 cents awarded by Mr. May- 
berry. Mr. Mayberry himself said it would 
be a calamity if the 10-cent fare had to be 
raised, and on the basis of the working 
out of his award, the award was scarcely 
justified. 

The Boston Hlevated employees have the 
best job in the community when you con- 
sider what the great mass of the people 
get. There are thousands of men, just 
as competent, who are not getting nearly 
as much, and it is out of their pockets that 
the money comes for the wages paid to 
these Elevated employees. The burden of 
this carfare falls upon women who do not 
get—80 per cent of them—as high as $18 
a. week—a striking contrast to the wage 
of $27.60 paid to women cashiers in the 
Elevated’s subway stations. 


The various budgets of living costs 
filed by James H. Vahey, counsel for 
the carmen, were termed fanciful by 
Mr. Barnum, who said: 

The living wage contended for by em- 


ployees in this arbitration is a perversion .— 


of the principles laid down by sound 
thinkers on such matters. 

It did not benefit the shoe workers of 
Haverhill to drive the industry out of 
Haverhill; it did not benefit the employees 
of the Interstate Consolidated Railway to 
have their wages fixed so high that it re- 
sulted in junking some of its lines. It did 
not benefit the public or the employees; it 
worked nothing but disaster. The funda- 
mental idea of public control arrangement 
is that of furnishing the public with this 
transportation service under public control 
at cost and it is not the intent of the act 
that there shall be an assessment upon 
taxpayers. In fact, the Supreme Court has 
said that this assessment upon taxes is 
only a safety valve to secure operation of 
the road. wy 


Mr. Barnum said that the fact that — 


practically no new men are hired by 


the Elevated is a pretty good indica- 


tion that a job on the Elevated is con- 
sidered worth holding. He said: 

The management of this system is trying 
to serve the public of this district and to 
deal fairly and equitably with these em- 
ployees. No one connected with the man- 
agement has any desire to be anything but 
fair and just to the employees, but we feel 
and we believe we have shown that the 
present wage is unduly high. 

James H. Vahey, counsel for the car- 
men, after a short recess, started his 
argument. He said the car riders them- 


selves were responsible for the situa- 


tion now existing because they “en- . 


forced upon the Elevated the necessity 
for its large capitalization in their effort 
to secure improvements in transporta- 
tion facilities.” i 
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Higher Fare Sought 
in Shreveport 


The Shreveport Railways, Shreveport, 
La., has petitioned the State Public 
Service Commission to reopen its fare 
case. The company specifically requests 
- that the cash fare be increased from 7 

to 8 cents, with half fare for school chil- 
dren under 18 years old during the fiscal 
term. The petition points out that 
heavy inroads are being made by jit- 
ney competition, also that it failed in 
an effort to get permission from the 
city to operate one-man cars through- 
out the city. As a final effort at relief 
the company, it states, cut wages 10 
per cent, but a board of arbitration 
recently denied the cut. The company 
states that unless relief is afforded the 
continuance of operation will be threat- 
ened. Early this year the commission 
refused the application of the company 
for a blanket 7-cent fare and granted 
a T-cent cash fare with lower rates 
for ticket purchasers. 


Kansas Seeks 5-Cent Fare 


| A 5-cent fare in Kansas City, Kan., 

will be among the demands of the City 
Commissioners before they approve the 
granting of a franchise to the successor 
to the Kansas City Railways. Accord- 
ing to H. F. Schaible, street commis- 
sioner, a return to the 5-cent fare 
would be in line with reduction in oper- 
ating and production costs since 1919. 

The fare was increased to 7 cents in 
June, 1919, and to 8 cents in December 
of the same year. The present fare, 
however, was not put into effect until 
declared valid by a court decision in 
January, 1920. 

Mayor Gordon said he would insist 
on the new company fulfilling the fran- 
chise obligations incurred by the de- 
' funct company. These include a res- 
toration of service to the Armourdale 
district and will require the construc- 
tion of a railway viaduct paralleling 
the new Seventh Street traffic viaduct. 
They also include extensions into the 
districts which have become thickly 
populated since the tracks now in use 
were laid. 


Chicago Not to Participate in 
Private Subway Enterprise 


Chicago’s last hope for a _ semi- 
privately owned subway has been 
blasted by a decision by Francis X. 
Busch, Corporation Counsel, rendering 
illegal the plan of the Chicago Munic- 
ipal Subway Company. The company 
is headed by a group of men who have 
been trying for fifteen years to build a 
subway for the city. 

The last proposal of the company, 
made about the time of the defeat of 
the $500,000,000 Dever plan at a munic- 
ipal referendum, was to begin construc- 
tion on private finances, with the city 
guaranteeing payment by placing its 
$40,000,000 traction fund and accre- 
tions in trust for 60 years. At the end 
of that time the funds available were 
expected to reach $300,000,000. 

Inasmuch as the trust fund was to 
have been used as security for the 
bonds issued by the private enterprise, 
the corporation counsel held that the 


plan in effect would be equal to the 


city issuing that amount of bonds, a 
violation of the constitutional limita- 
tion on bonded indebtedness. 

Summarized, the plan called for uni- 
fication of existing transportation and 
the construction of 118 miles of subway 
track on a cost-plus 10 per cent basis. 
The city would be given the option of 
operating the lines. The backers were 
Edwin D. Wheelock, Frederick Short 
and James W. Hedberg. 


Fellowships Renewed at the 
University of Michigan 


Fellowships to provide for the fol- 
lowing researches to be conducted 
under the direction of the division of 
highway engineering and highway 
transport of the University of Michi- 
gan, Ann Arbor, have been renewed 
for the year 1925-1926: One is the 
Roy D. Chapin Fellowship in High- 
way ‘Transport Investigation of an 
approved subject relative to highway 
transport, and the Roy D. Chapin Fel- 
lowship in Highway Engineering In- 
vestigation of an approved subject rela- 
tive to hard-surfaced roads and pave- 


-ments. 


The Mack Trucks, Inc., of New York 
City, has also established a Fellow- 
ship in Highway Transport at the Uni- 
versity of Michigan to be devoted to 
investigations during 1925-1926. 


Mayor Shown Need of 
Expert Advice 


UCIUS S. STORRS, managing 
director of the American Elec- 
tric Railway Association, has 
addressed Mayor Louis B. Whitney 
at Phoenix, Ariz., in regard to the 
proposal of the Buchanan & Layng 
Corporation to rehabilitate the 
transportation system there. Mr. 
Storrs said: 

“By reason of my position I 
naturally have some very positive 
ideas as to the necessity for public 
transportation in the growing cities 
the size of Phoenix, and more par- 
ticularly the necessity of such 
transportation from the standpoint 
of the growth and prosperity of the 
community. I have discussed this 
with Mr. Buchanan a number of 
times and know that he is co-oper- 
ating with us in helping to build 
up the urban transportation sys- 
tems of the country. 

“T am thoroughly acquainted 
with Mr. Buchanan and his asso- 
ciates and know that they are 
responsible and in that respect 
fully able to carry out any under- 
taking they may enter into. I also 
know that they are experienced 
operators and fully alive to the 
necessity for actively co-operating 
with the communities which their 
various properties serve in order 
that they may prosper with the 
growth of the community. 

“T cannot help but think that 
what you in Phoenix need, as is 
needed in every other city of that 
size, is a transportation agent to 
help in solving the public trans- 
portation problems.” 


No Referendum on New 
Cincinnati Franchise 


There will be no referendum on the 
new traction ordinance recently passed 
by Council of Cincinnati, Ohio. The 
30 days in which to obtain 14,950 sig- 
natures to referendum petitions expired 
on Sept. 5, and at that time it was 
stated slightly more than 6,500 names 
had been obtained by Eli G. Franken- 
stein and W. J. Schultz, leaders in a 
so-called citizens’ movement in behalf 
of a referendum. Walter A. Draper, 
vice-president of the Cincinnati Trac- 
tion Company, stated a meeting of the 
stockholders of the Cincinnati Street 
Railway and the Cincinnati Traction 
Company would be held Sept. 10, when 
the new franchise would be approved. 


$1,500,000 Richmond Expenditure 


Approximately $1,500,000 is to be 
spent in improvements and expansion 
of the properties of the Virginia Rail- 
way & Power Company by Stone & 
Webster, Inc. The outlay will include 
an appropriation intended for the pur- 
chase of the Richmond Rapid Transit 
Corporation, operator of buses. Should 
negotiations in this proposed deal, first 
undertaken under the Frank Jay 
Gould management, again fail of con- 
summation it is regarded as probable 
that the company will carry out its 
plan of a unified bus and railway serv- 
ice throughout the city and offer com- 
petition in the west end “fan district,” 
where the Richmond Rapid Transit 
Corporation already operates and where 
the cream of the short haul business 
exists. 

In connection with the company’s 
efforts to obtain the sanction of the 
Richmond City Council to a unified 
motor bus and street car service a 
party of Virginia Railway & Power 
officials recently accompanied the Coun- 
cil’s committee on an inspection tour 
to other cities to study the problem 
of co-ordination. 


Conjectures Made on Outcome of 
Riggs Survey 


Partial report of the survey being 
made now by Prof. H. E. Riggs of 
the traction problem at Toledo, Ohio, 
may be necessary if any matters 
concerned with future transportation 
policy for the city are to be placed 
before the voters for approval at the 
November election. The full report of 
the Riggs investigation is scheduled for 
presentation Oct. 1. Mayor B. F. 
Brough has been going over legal 
technicalities of the ordinance and the 
city charter to ascertain the latest 
possible time at which referendum mat- 
ters may be submitted. 

Any changes in the Milner service- 
at-cost ordinance would have to be as- 
sented to by Henry L. Doherty before 
being submitted to the electorate. It 
is taken for granted by most author- 
ities that any solution of the present 
traction problems will necessitate some 
changes in the present ordinance. The 
Community Traction Company officials, 
however, have maintained that many 
objects of the survey can be carried 
out without change in the present 
ordinance. 
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P.R.T. Fare Hearings Concluded 


Testimony in the 7s-cent fare case 
of the Philadelphia Rapid Transit Com- 
pany was concluded at the City Hall in 
Philadelphia, Pa., on Sept. 9 before the 
Public Service Commission. The ad- 
journment took place without a date 
being set for the hearing of final argu- 
ments. Assistant City Solicitor Irwin 
asked Commissioner Stewart, presiding 
in the absence of W. D. B. Ainey, 
chairman, to request the city, the 
United Business Men’s Association and 
the Philadelphia Rapid Transit Com- 
pany to present briefs during October. 
E. A. Ballard, counsel for the company, 
said that his company was also a party 
in the Conowingo project, still pending, 
which would be argued on Oct. 5..He 
announced that he would ask for two 
months’ time from Oct. 5 to prepare 
his final arguments in the fare case. 


Zone System in Effect.—The two- 
zone system on the Britannia Street 
line of the Ottawa Electric Railway, 
Ottawa, Ont., went into effect this sum- 
mer. Each zone fare is now 23 cents. 
Tickets at the rate of ten for 25 cents 
are sold by conductors and will be 
accepted for passage in one zone only. 

Extension of Service Ordered.—The 
Board of Public Utility Commissioners 
of New Jersey has ordered the Trenton 
& Mercer County Traction Corporation, 
Trenton, N. J., to extend its trolley 
service on Stuyvesant Avenue to the 
outskirts of Trenton. 

Will Study Railway Situation.—The 
City Council of Brantford, Ont., has 
retained Wilson & Bunnell, engineers, 
Toronto, to study the Brantford Munici- 
pal Railway as the road has been los- 
ing money for some time. 

Trainmen Strike——Motormen and 
conductors of the Shamokin & Edge- 
wood Electric Railway, Shamokin, Pa., 
went on strike on Sept. 1. Mill workers 
and others were inconvenienced by the 
suspension and later resorted to motor 
vehicles for transportation. The trou- 
ble is due to the discharge of four con- 
ductors for infraction of company rules. 

Many Write on Public Relations.— 
Nine employees of the British Columbia 
Electric Railway, Vancouver, B. C., 
were recently awarded cash prizes of 
from $50 to $5 for their contributions 
to their company’s essay contest on 
“How Good Public Relations Can Best 
Be Developed and Maintained on a 
Sound Business Basis.” The first prize, 
that of $50, was won by J. Teasdale, 
load dispatcher on the Main Street sub- 
station. The second prize, $25, went to 
John Macdonald, conductor on the Van- 
couver city lines, and the third prize, 
$10, went to J. G. McLean, track fore- 
man, Vancouver. In addition to these 
three prizes there were three prizes of 
$5, to which several other prizes of $5 
were added. Altogether 65 employees 
responded to the invitation to submit 
essays. Presentation of the checks won 
in the essay contest was made by Presi- 
dent Kidd at a luncheon held on 
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Aug. 27, to which all writers of essays 
were invited. The gist of Mr. Teas- 
dale’s paper was that the fundamental 
requirements were good service and 
reasonable rates. , 
’ Honor Thirty Years of Continuous 
Service——Frank H. Miller, vice-presi- 
dent and general manager of the Louis- 
ville Railway, Louisville, Ky., was re- 
cently given a silver loving cup in 
recognition of his 30 years’ continuous 
service with the Louisville company. 
The presentation was made by James 
P. Barnes, president of the company. 
The inscription on the cup read “Sept. 
1, 1895. Presented by his fellow offi- 
cers to Frank H. Miller in. recognition 
and congratulation on the completion 
of loyal service to the Louisville Rail- 
way Sept. 1, 1925.” In his 30 years of 
service Mr. Miller acted as car repairer, 
assistant superintendent of shops, 
superintendent of wire work, power 
stations and motive power and vice- 
president in charge of engineering: In 
January this year he was appointed 
general manager of the properties. 


Service to City Line Established.— 
The Worcester Consolidated ~Street 
Railway, Worcester, Mass., has discon- 
tinued its line in Auburn center, but 
has re-established service from Worces- 
ter to the Auburn City line district. 
The service to the city line is the result 
of a petition submitted to the com- 
pany by residents, and trolley officials 
have announced it will continue as long 
as it is patronized. Extra trips will be 
made on Saturday, but there will be no 
service on Sunday. 


Lower Rate Increases Patronage.— 
The reduced return fare of 25 cents 
put in operation recently from 1 p.m. 
daily from Hamilton to Burlington on 
the Hamilton Radial Railway, Hamil- 
ton, Ont., has resulted in a considerable 
increase of traffic. It is stated that the 
reduced fare will probably be made 
permanent. The regular fare of 35 
cents return is charged up to 1 p.m. 


Accident Contest with Three Cities.— 
A six months’ accident prevention con- 
test in which the railways of Savannah, 
Jacksonville and Tampa, all controlled 
by Stone & Webster, will take part was 
announced recently by Howard C. Foss, 
president of the Savannah Electric & 
Power Company. The public will be 
asked to co-operate with the employees. 
It is said that the need for the contest 
has been brought about mainly through 
the alleged increased carelessness and 
recklessness of automobile drivers. 
Each accident will count one point 
against the team in the city where the 
accident occurs. 


Election Will Decide Jitneys’ Fate— 
Cars of the Port Arthur Traction Com- 
pany, Port Arthur, Tex., will not oper- 
ate until Oct. 10, following a special 
election on that day on the issue of 
regulating jitneys. This announcement 
was recently made by officials of the 
company, who on Aug. 14 ordered cars 
into the carhouses with the statement 
that they would not again be placed in 
service until there had been an agree- 
ment with the city which insured the 
company against further loss. The 
company contends that it has lost thou- 
sands of dollars because of the competi- 
tion of jitneys. 


—— 
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Foreign News 


Fare Decreases in Great Britain.— 
The Mansfield & District Tramway 
Company has reintroduced penny mini- 
mum fares. Bath Tramway Company 
has begun the issue of weekly tickets 
for regular long-distance passengers 
using the 3d. or 4d. stages. These 
tickets, which are confined to passen- 
gers who use the cars every day, give 
a reduction compared with a week’s 
ordinary fares of 25 per cent. The 
Glasgow Tramways recently made a 
weekend concession allowing children 
to travel any distance’ on the tramways 
for 1d. It is said that this concession 
is being very largely taken advantage 
ef. Several public parks in the out- 
skirts of the city are reached by the 
tramways. 

Progress of Tramways in Russia.— 


The Russian tramway systems are in- | 


creasing their mileage this year. Be- 
fore the war 35 cities had electric tram- 
ways. During the World War and the 
civil wars about half of the lines went 
out of business. By 1920 fifteen had 
ceased operations altogether and eight 
were running only four months of the 
year. The pre-war mileage was re- 
stored and lines had been opened in 
three additional cities by the end of 
1924. The volume of traffic has doubled 
in three years, though still somewhat 
below the pre-war figures. About 1,000 
new cars will be needed this year, of 
which 385 are already being built in 
domestic factories. 


Belfast Will Extend Tramway.—A 
bid of £163,183 was accepted recently 
for the reconstruction of a fifth section 
of the tramway system in Belfast, Ire- 
land. Some members of the City Coun- 
cil opposed extending the tramways, 
but the Lord Mayor strongly supported 
the reconstruction and extension of the 
tramway tracks. He said he failed to 
understand how any sane man could 
propose scrapping the tramways; that 
the day might come when buses would 
supplant the tramways, but it would 
not be for many years if they minded 
their business properly. 


Czech Electrification Plan—The de- 
velopment of railroad electrification and 
hydro-electric power in Czechoslovakie 
involving approximately $250,000,000, is 
now being considered. Negotiations 
are under way to secure American and 
French capital to finance the project 
Czechoslovakia intends to electrify soon 
the suburban railroad system around 
Prague, as mentioned in ELECTRIC 
RAILWAY JOURNAL of Aug. 8, page 
179, and two main lines, Prague to 
Pilsen and Prague to Brno, to be com- 
pleted by 1927. 


New Cuban Electric Railway. — A 
company has been formed by local and 
foreign capitalists for the construction 
of an electric railway connecting the 
Bay of Guantanamo with the city of 
Santiago-de-Cuba. The syndicate plans 


to erect a hydro-electric installation,’ 


making use of the Yateras River, esti- 
mated to develop a minimum of 15,- 
000 hp. 
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Bus Project for Suburban 
Line Outlined 

Proposed routes of eight bus lines, 
which are planned as a nucleus of a 
system to serve all Westchester County, 
were announced on Sept. 8 by Leverett 
S. Miller, president of the New York, 
Westchester & Boston Railroad, upon 
receipt from Albany of a certificate of 
incorporation for the “County Trans- 
portation Company, Inc.” Steps have 
already been taken to have the neces- 
sary permits granted by the municipal- 
ities involved, and bids have been 


~. sought on the first 26 vehicles for the 


system. 

The eight bus routes proposed in the 
plan would serve White Plains, Tarry- 
town, Greenburgh, Harrison, Scarsdale, 
Silver Lake, Elmsford, Mamaroneck, 
Larchmont, Rye, Heathcote, Port Ches- 
ter, East Chester and Rye Beach. 

Routes 1 and 2 would operate be- 
tween Silver Lake and White Plains, 
Route 3 between Scarsdale and White 
Plains, Route 4 between Tarrytown and 


' Mamaroneck, Route 5 between Mamar- 


oneck, Rye Beach and Port Chester, 
Route 6 Rye Beach and the New Haven 
Railway Station at Rye, Route 7 a 
loop through Port Chester, Route 8a 
loop through Larchmont Manor and 
Larchmont. ; 
Several organizations have announced 
their intention of starting bus lines 
in Westchester since Mr. Miller’s plans 
were announced. There also have been 
numerous reports, thus far unconfirmed, 


-of the imminent abandonment of non- 


profitable lines of the . Westchester 
Street Railway, of which Mr. Miller is 


receiver, and the New York & Stam- 


ford Railway, of which he is president. 
The incorporators of the County 
Transportation Company, Inc., are C. S. 
Younger, G. A. Carver, Charles B. 
eg William H. Hall and Ralph P. 
uell, ‘S 


Massachusetts Traction Line 
Loses Permit 


The Worcester Consolidated Street 
Railway has lost the exclusive right to 
operate buses between Southbridge and 
Worcester, Mass., through the action of 
the Southbridge Selectmen in granting 
a bus license for a similar route to 
the Conlin Bus lines. The railway’s 
license has been extended to May 1, 
and will expire onthe same date as the 
Conlin Company permit. The fran- 
chise granted to the Conlin Company 
is subject to a schedule and fare rate 
offered by the company when the ap- 
plication was made for a permit. The 
fare is 60 cents and the company car- 
ries liability insurance. The Consoli- 


dated has been charging a 75-cent fare. - 


The Farnum Stage lines have been 
granted a permit to operate between 
Southbridge and Webster and the Hag- 
gerty bus lines received a similar per- 
mit. The decision of the Southbridge 
Selectmen to grant licenses that would 


Recent Bus Developments | 


mean competition for the railway fol- 
lowed long agitation for such action. 
At a special town meeting some time 
ago the vote was three to one in favor 
of authorizing the railway to run buses 
between Worcester and Southbridge. 

Officials of the railway have indicated 
that there will be no change in fare or 
schedule on their bus or trolley lines 
from Worcester into Southbridge. The 
railway fare will remain at 72 cents 
and the bus fare at. 75 cents. The 
buses are being run on a two-hour 
schedule. 


Commission Increases Bus Fares 
at Tulsa 


Application of the Union Transporta- 
tion Company of Tulsa for permission 
to increase passenger fares on buses 
operated in Tulsa from 7 cents to 10 
cents has been granted by the Corpora- 
tion Commission. The Union Trans- 
portation Company and the Oklahoma 
Union Railway, which operates inter- 
urban lines from Tulsa to Mounds, are 
under the same ownership. The com- 
mission finds that the Union Trans- 
portation Company has been operating 
its motor buses at a considerable loss. 
The following schedule of fares, as ap- 
plied for by the bus company, is au- 
thorized by the commission: Single 
fare 10 cents, three tickets 25 cents; 
children under twelve years of age 5 
cents, six tickets 25 cents; together 
with free transfers from the various 
buses to the street cars of the Okla- 
homa Union Railway—also to accept 
transfers from the street cars of the 
Oklahoma Union Railway at an addi- 
tional charge of 3 cents per transfer. 


New Haven Railroad Applies for 
Bus Extension in New York 


The New. England Transvortation 
Company, organized and owned by the 
New York, New Haven & Hartford 
Railroad, applied on Sept. 8 to the 
Public Service Commission for permis- 
sion to operate a coach route between 
Poughkeepsie and Brewster. The pro- 
posed route would extend from Pough- 
keepsie through New Hackensack, Fish- 
kill Plains, Hopewell, East Fishkill, 
Stormville, Green Haven, Poughquag, 
West Pawling, Whaley Lake, Holmes, 
West Patterson, Carmel and Brewster. 
The line would not carry passengers 
traveling solely between Carmel and 
Brewster. The route is intended to be 
part of an interstate route to and 
from Danbury, Conn. 

The New England Transportation 
Company, says the petition, was or- 
ganized “for the purpose of protecting 
the interests of two railroads (New 
Haven and New England) respectively 
in the transportation of passengers, 
within the state of New York and else- 
where. It is the plan to use the motor 
coach line to supplement train service 
and particularly to furnish service in 
place of certain trains which are unprof- 


itable and are desired to be taken off.” 


Bus Prosposals Considered 
in Mount Vernon 


The Common Council of Mount Ver- 
non, N. Y., held a public hearing on 
Sept. 8 upon the applications recently 
filed by the Westchester Bus Company 
and also by the Third Avenue Railway 
for permission to operate bus lines 
through that city. As the forms of 
proposed franchises submitted originally 
by the petitioning corporations had 
met with some objections, the Com- 
mon Council submitted’ a counter 
proposal modifying the plan proposed. 
Representatives of the petitioning com- 
panies found no objection to the Coun- 
cil’s substitute proposal and it was 
favorably received by all concerned. 
Of the many citizens present none 
voiced an opposition to the running of 
buses through the city. Action upon 
the ordinance defining the character of 
the franchises and specifying the routes 
to be followed through the city streets 
was postponed for two weeks. Should 
the ordinance then be adopted, the fran- 
chises will be advertised, as-usual, for 
allotment to the highest bidder. 


Emergency Bus Service 
Disapproved ‘ 


The Board of Public Service of St. 
Louis, Mo., on recommendation of Di- 
rector of Streets and Sewers Brooks, 
on Aug. 28 unanimously rejected the 
application of Rolla Wells, receiver for 
the United Railways, for permission to 
operate emergency buses whenever 
there was a tie-up of street cars in the 
city. Director Brooks contended that 
there was no authority for granting 
such permits; further, that he was 
against any blanket permit which might 
lead to confusion and complications. 

Receiver Wells in his application 
pointed out that at times, due to storms 
and other conditions beyond the control 
of the railway management, it became 
impossible for many hours at a stretch 
to operate cars over some <livisions. 


Service Started. — The Penn Public 
Service Corporation has started its new 
bus service between Erie and Meadville, 
Pa. The equipment used consists of 
Mack buses. A two-hour service in 
each direction is offered. 

Buses Replace Cars.—The Boston 
Elevated Railway has discontinued rail- 
way service on the Arsenal Street line 
running through Watertown and 
Brighton because of the reconstruction 
of the bridges across the Charles River. 
After they are completed the roadway 
will be reconstructed, the car tracks 
torn up and bus operation begun. 
Local fares on the buses‘will be at the 
rate of five tickets for 30 cents. The 
5-cent fare for children under fourteen 
has been discontinued. 

Eagle Rock Line Approved.—The ap- 
plication of the Los Angeles Railway, 
Los Angeles, Cal., to the Board of Pub- 
lie Utilities and Transportation for per- 
mission to operate a bus line from the 
end of the Eagle Rock car line has been 
granted. A single-deck Moreland bus 
will begin the service. The route of 
the line is south and east from the 
Line “E” terminal. 
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Bus Operation Included in Agree- 
ment.—The present agreement between 
the Worcester Consolidated Street 
Railway and the Boston & Worcester 
Street Railway controlling the opera- 
tion of Boston & Worcester cars in ter- 
ritory covered by the Consolidated will 
be extended to include the operation of 
buses by both companies. Provided 
both companies obtain licenses from 
cities and towns in which their cars 
are operated, no passengers will be 
taken on by the Boston & Worcester 
buses where such service is being given 
by the Consolidated. This agreement 
will not apply to through passengers 
for such points as Boston or other in- 
termediate points between Boston and 
Worcester which are not reached by the 
Consolidated. 

Five Buses to Expedite Service.— 
Five 2$-passenger buses of the street 
car type will soon be traveling along 
Florida Avenue in Tampa, according to 
T. J. Hanlon, manager of the Tampa 
Electric Company. Mr. Hanlon said 
that for some time the need has been 
felt for augmented service in that par- 
ticular district, and that this was the 
way for the railway to improve and 
expedite service over its lines. The 
plan of the company to start bus serv- 
ice was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of April 25, 
page 671. 

Bus System Outlined.—E. D. Knud- 
son of the Peoria Bus Transportation 
System recently presented to the Coun- 
cil of Pekin, IIJ., his estimate of the 
cost of a bus transportation system to 
supplement the municipal traction line. 
He figures that the city should pay 23 
cents' a mile for the operation of a 
seventeen-passenger Dodge bus over a 
route 8.8 miles long out Capitol Street 
to Henrietta, east to Thirteenth and 
out to the Bluff and return. Two 
drivers will be provided for the pay-as- 
you enter bus. The Council has taken 
the matter under consideration. The 
Peoria Bus Transportation System has 
before the commission a petition for a 
route between Pekin and Hast Peoria. 

Petition Hearing Scheduled. — The 
hearing on the petition of the Fort 
Dodge, ‘Des Moines & Southern Rail- 
road to operate buses between Algona 
and Spirit Lake, Iowa, has been set for 
Sept. 22. The company was recently 
refused a route through Pomeroy. The 
new service is through Spencer and 
Emmetsburg. 

Right to Use Bus Refused.—The Pub- 
lic Service Commission of Pennsylvania 
has refused to approve a contract be- 
tween the city of Philadelphia and the 
Philadelphia Rapid Transit Company 
for the removal of tracks and wires 
on Race Street and the use of buses on 
that street by the railway. 


Interurban Seeks to Run Buses.— 
The Hamburg Railway, Hamburg, 
N. Y., has filed petitions for permis- 
sion to operate bus lines to connect 
Buffalo with Blaisdell, Lackawanna and 
Hamburg in conjunction with its 
regular car service. 

New Service in Competition. — The 
Missouri Electric Railway, a subsidiary 
of the United Railways, St. Louis, Mo., 
operating an interurban line between 
Wellston and St. Charles, Mo., on Aug. 
26 started the operation of two buses 


between those towns to compete with a 
bus line that has been in operation for 
several months. The new buses make 
no stops between terminals and com- 
plete the run from St. Charles to Wells- 
ton in 30 minutes. They operate on 
an hourly schedule and charge a 30-cent 
fare compared with a 31-cent fare on 
the street car. However, the railway 
sells a $5 commutation book under 
which the average charge for a single 
trip is 20 cents. 

Same Station for Independents and 
Electric Interurbans.—Six independent 
bus lines which formerly maintained a 
station of their own in Toledo have 
now consolidated with the Interurban 
Station Company, and. will enter the 
same terminal with the eight electric 
interurban companies. Under the new 
arrangement the bus lines operating 
to Sylvania, Harbor View, and Meta- 
mora, in Ohio, and to Adrian, Temper- 
ance and Ann Arbor, in Michigan, will 
now operate out of the same terminal 
with electric lines, which is located on 
the southwest corner of Superior and 
Jackson Streets. These six lines oper- 


ate nearly 70 buses a day. The eight — 


interurban car lines send out about 50 
cars a day. 


Buses to Replace Cars on Certain 
Lines.—The Topeka Railway, Topeka, 
Kan., has put three new buses into 
service, bringing the total on the three 
lines to eight. The Public Service 
Commission has been asked to permit 
the company to replace permanently the 
street car lines of East Sixth Street 
and East Highth Street with buses and 
for official approval of the abandon- 
ment of the old California Avenue line. 
The tracks on that street were torn 
up recently. The company plans to 
maintain a twenty-minute schedule on 
each line, 

May Operate in City—The Olean, 
Bradford & Salamanca Railway, Olean, 
N. Y., has applied for permission to 
operate buses in Olean. 


Bus Status Again Questioned.—The 
temporary injunction granted Lorain, 
Ohio, bus operators a year ago restrain- 
ing the city from enforcing the ordi- 
nance prohibiting buses from running 
on thoroughfares where street cars op- 
erate was dismissed recently by Com- 
mon Pleas Judge A. R. Weber. The 
move places the Lorain bus controversy 
back in the hands of Mayor George 
Hoffman and safety department offi- 
cials. 


Legislature Fails to Pass Bus-Rail- 
way Measure.— A bill giving street 
railway lines the right to acquire and 
own bus lines in conjunction with their 
street railway systems failed to pass 
both houses of the Georgia Legisla- 
ture and so did not become a law. It 
passed the House of Representatives 
by a vote of 106 to 21, but pressure of 
business in the Senate prevented that 
body from reaching it. 


Will Operate in Massachusetts Towns. 
—The Boston & Worcester Street Rail- 
way has received authority from the 
Massachusetts State Department of 
Public Utilities to operate buses in the 
Massachusetts towns of Waltham, Ash- 
land, Brookline, Grafton, Hudson, Hop- 
kinton, Southboro, Natick, Watertown, 
Wellesley and Westboro. 


Columbus’ Becoming Motorized.— 
With the arrival of five new buses, an- 
other step was taken by the Columbus 
Electric & Power Company, Columbus, 
Ga., toward replacing all of its street 
cars. The new equipment will be oper- 
ated on the Rose Hill and Highiands 
car lines, completely taking the place 
of the cars now operated along those 
routes. As fast as new buses can be 
purchased, according to officials of the 
company, they will be put to use re- 
placing street car lines. . 

Council Considers Line.— The East 
St. Louis, Ill., City Council has taken 
under consideration a request made by 
the Downtown Business Men’s Associa- 
tion that a bus line to operate between 
Edgemont and the East St. Louis busi- 
ness district be established. The East 
St. Louis & Suburban Railway operates 
buses in East St. Louis in conjunction 
with its railway system. 

New Service Offered.—The Ottawa 
Electric Railway, Ottawa, Canada, has 
announced that at various times it has 
buses available for picnics or sightsee- 
ing parties. 

Licenses from Cities Sought.—The 
Eastern Massachusetts Street Railway 
is seeking licenses from the cities of 
Lowell and Lawrence, Mass., for per- 
mission to run buses over the Shaw- 
sheen route between the two cities. 
Thomas J. Sayers, superintendent, an- 
nounced, however, that even if the bus 
licenses are granted the company will 
also continue to operate the railway 
between the two places. é 

Buses as Feeders.—Bus service has. 
been added to the railway lines of the 
Studebaker or Illinois Power & Light 
Corporation group in Granite City and 
Champaign, Ill., under franchise grants 
now effective. The bus lines supplant. 
small trackage, but open new territory 
and serve as feeders to main lines, 


Franchise Awarded. — An ordinance. 
was passed on Aug. 13 by the City 
Commission of Oregon City, Ore., 
granting a bus franchise to the Port- 
land Electric Power. Company to oper- 
ate between the residential section and 
the business district at the rate of 10 
cents cash with twelve tickets for $1. 
Freviously the company had been oper- 
ating a bus at a 5-cent fare at a loss. 


Injunction Stops Two Lines. — An 
injunction restraining two bus lines in 
Queens, New York, from further opera- 
tion was granted on Sept. 8 by Supreme 
Court Justice Selah B. Strong in Brook- 
lyn upon application of the New York 
& Long Island Traction Company. 
Counsel for Lincoln G. Andrews and 
Elmer J. Ashmead, receivers for the 
traction company, declared that the 
buses were in direct competition with 
established trolley lines and were being 
run without certificates of convenience 
and necessity. The temporary injunc- 
tion is directed against the Sunrise 
Trail Communities Buses, Inc., and 
Edward H. Markolf, said to be its di- 
recting manager. The attorney for the 
bus company declared that the. buses 
were making the runs between the ter- 
minals in half the time taken by the 
trolleys. In granting the injunction 
Justice Strong asserted that no ques- 
tion of public emergency seemed to be 
involved. 


September 12, 1925 


Proof of Claims Requested 


Receivers of Detroit United Railway 
Prepare to Proceed with 
Foreclosure 


Creditors of the Detroit United Rail- 
way, Highland Park, Mich., are being 
requested to file proof of their claims 
with the receivers of the company, the 
Security Trust Company and W. C. 
Dunbar, before Oct. 31. This is inter- 
preted to mean that the early lifting of 
the receivership may be expected. The 
order appointing the receivers, entered 
March 10, 1925, recognized a right of 
priority within four months. Just 
what period will be finally fixed in this 
matter rests with the court. The re- 
ceivers explain, however, that it will be 
understood this priority usually ex- 
tends only to participation in any net 
-income derived by the receivers by rea- 
son of such labor and materials having 


been furnished. They are having an 


investigation made to develop the facts 
relevant to a determination of all these 
~ questions. ; 
Under date of July 10 the receivers 
announced the failure of the stockhold- 
ers’ plan of reorganization and the con- 
sequent failure of the receivers to ob- 
tain funds from the sale of receivers’ 
certificates. It was further explained 
that the failure to obtain funds from 
this source made it necessary to default 
in certain interest payments due July 1 
on several issues of bonds. It will also 
be recalled that the receivers indicated 
that foreclosure proceedings were ex- 
pected with respect to some of the de- 
faulted mortgages. Since July 10 the 
receivers have continued to make prog- 
ress in the management of the prop- 
erty, both in the reduction of operating 
expense and in the increase of operat- 
ing revenues; the latter through fare 
increases, which have been allowed by 
the Public Utilities Commission and 
through similar increase by agreement 
with the city of Flint pursuant to an 
order of the court. 
The net income for July, 1925, shows 
a considerable increase over the net 
income for July, 1924. There was, how- 
- ever, considerable decrease in gross rev- 
enue from operations. The failure to 
obtain funds by the sale of receiver’s 
certificates made it necessary on Aug. 1 
in order again to conserve the funds 
for operating expenses to default in in- 
terest payments on other issues of 
bonds. The amounts of interest due 
Aug. 1 and the issues on which it was 
due are as follows: 


Detroit United Railway two-year 


6, MOEN CeE MOLES kes. 6d). eves! ss $9,900.00 
Detroit, Ypsilanti, Ann Arbor & 

Jackson, first mortgage 5s...... 38,687.00 
Detroit, Jackson & Chicago Rail- 

way, first mortgage 5s......... 22,025.00 
Detroit, Almont & Northern Rail- 

way, first mortgage 6s.........- 12,000.00 


This is in addition, of course, to the 
interest which had become due on other 
issues of bonds July 1, 1925. 


ELECTRIC RAILWAY JOURNAL 


Financial and Corporate 


On Aug. 24, 1925, the Central Union 


Trust Company, New York, trustee 
under the mortgage securing the De- 
troit United Railway first mortgage 
collateral trust 6s of 1929, filed a peti- 
tion for the foreclosure of this mort- 
gage. On the same date the court 
entered an order consolidating the fore- 
closure proceeding with the creditors’ 
proceeding under which the receivers 
had been acting heretofore. Also an 
order was entered extending the re- 
ceivership to cover the foreclosure pro- 
ceeding, and appointing W. C. Dunbar 
as co-receiver in place of J. W. Simard, 
resigned. On Aug. 26 the court en- 
tered the order directing the creditors 
to file proofs of claim with the re- 
ceivers. 


Insulls Merge Southwestern 
Properties 


Another big public utility holding 
company has been formed by the Insull 
interests. It represents a further move 
by these interests in the trend toward 
the economic amalgamation of power 
and related units in the Middle West 
and Southwest. The new company is 
the Central & Southwest Utilities Com- 
pany, of which Martin J. Insull is 
president. The company is controlled 
by the Middle West Utilities Company 
and will own substantially all the 
common stock of the Public Service 
Company of Oklahoma, the American 
Public Service Company, the Chickasha 
Gas & Electric Company of Oklahoma, 
the Central Power & Light Company, 
recently purchased by the Insulls, and 
the Southwestern Securities Company. 
The latter controls the Southwestern 
Gas & Electric Company. 

Properties controlled: by the new com- 
pany have a combined electrical gen- 
erating capacity of 89,377 kw., 1,784 
miles of transmission lines, total gas 
manufacturing capacity of 3,040,000 
cu.ft. a day, 910 miles of gas mains 
and lines and a daily ice manufactur- 
ing capacity of 2,926 tons. In addition, 
subsidiaries operate 42 miles of electric 
railway and supply water in several 
communities. 


Aurora Road Arranges 
to Retire Bonds 


The Chicago, Aurora & Elgin Rail- 
road, Joliet, Ill., through its fiscal agent, 
Halsey, Stuart & Company, New York, 
has announced a plan for retirement of 
some of the first mortgage 5 per cent 
bonds of the predecessor company, the 
Aurora, Elgin & Chicago Railway, 
originally issued some twenty years 
ago and maturing on April 15, 1941. 
These bonds were outstanding in the 
amount of $2,199,000 on Jan. 1, 1925, 
and the company will purchase through 
Halsey, Stuart & Company a limited 
number of the bonds at 100 and in- 
terest, a price substantially above their 
present market price. This offer ex- 
pires on Oct. 26 and will not be re- 
newed, and the company states that at 
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no time in the future will a higher 
figure be offered. 

Thé Chicago, Aurora & Elgin Rail- 
road operates an electric railway out 
of Chicago in the Glen Ellyn section. 
The company reports an increase in 
traffic in the last few years which 
necessitated many improvements and 
additions. Retirement of this old bond 
issue is expected to pave the way for 
new financing. ‘ 


Plan Ahead for Rehabilitation of 
Binghamton Finances 


- An order, requiring the Binghamton 
Railway, Binghamton, N. Y., to show 
cause why a receiver should not be 
appointed to handle its affairs has been 
issued by Federal Judge Frank Cooper. 
The order, issued on Sept. 8, upon 
application of the Miners Savings 
Bank, Pittston, Pa., is returnable on 
Sept. 14 in federal court at Syracuse. 

Last May it was pointed out in the 
ELECTRIC RAILWAY JOURNAL that the 
company had failed to pay the inter- 
est on consolidated 5 per cent bonds 
due on May 1. It was stated then that 
the principal of the bonds, aggregating 
$600,000, would become due’ and pay- 
able on June 1, but that no provision 
had been made to pay either the inter- 
est or the loan itself and that an exten- 
sion of the loan had not been arranged. 
Subsequently a plan of reorganization 
was proposed. This was dated June 6. 

Under it the proposal was to sell the 
electric properties of the company, in- 
cluding such properties as are not de- 
voted exclusively to railroad uses, for 
an amount at least sufficient to pay 
in cash the underlying bonds and 
secured notes. Holders of the first con- 
solidated 5s, due Noy. 1, 1931, would 
under this plan receive for each $1,000 
bond $600 of first mortgage 6s and 
$250 of 6 per cent preferred stock of 
the railway. Holders of the general 
and refunding first 6s, due Jan. 1, 1939, 
would receive $1,000 of 6 per cent pre- 
ferred stock for each $1,000 bond. 

The new 6 per cent first mortgage 
bonds which it is proposed to issue 
would be a part of a new issue of bonds 
of the present company, or of a suc- 
cessor company, to mature 50 years 
trom the date of issue, to be callable, 
and to be secured by a first mortgage 
on the railway properties and fran- 
chises now owned or hereafter acquired, 
permitting the issuance of bonds in 
series. The new preferred stock is to 
be non-cumulative at the rate of $6 a 
share, with either $100 or no par value. 

On the reorganization committee is 
J. H. Pardee. His connection with the 
committee in charge of the plan to 
rehabilitate the road financially has 
been interpreted to mean a close affili- 
ation of the J. G. White Management 
Corporation with the property in the 
future. 


Receivership at Jacksonville 
Lifted 


The receivership. under which the 
Jacksonville Traction Company, Jack- 
sonville, Fla., has been operating since 
1919, has been lifted under a ruling 
by Judge R. M. Call in federal court. 
J. P. Ingle, receiver of the company 
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since the death of E. J. Triay several 
months ago, was named as manager 
of the company and will work ‘under 
a board of directors to be appointed 
by creditors and stockholders. 

Provisions have been made to pro- 
tect the creditors and a statement of 
assurance of the continued economical 
and efficient operation of the system 
was filed with the court before the de- 
cree was handed down. Claims of cred- 
itors amount to $1,369,000, in addition 
to small claims aggregating $28,000 
that consist of local damage suits 
and judgments. The smaller claims 
will be paid immediately in cash with 
money now on hand. The other cred- 
itors have announced their willingness 
to accept ten-year notes bearing 5 per 
cent interest for their money. 

Until these creditors have been paid, 
the company will be operated by a 
board of directors named by cred- 
itors nominating the majority of the 
directorate. Surplus earnings each 
year will be used to retire these out- 
standing notes. 

The directorate will consist of twelve 
or fourteen men, but the exact number 
has not yet been decided. One mem- 
ber of the directorate will be a rep- 
resentative of three Jacksonville banks, 
the Atlantic National, Barnett National 
and Florida National, all with claims 
against the company. 

The decree lifting the receivership 
was issued after Mr. Ingle, as receiver, 
had filed a petition seeking authority 
to return the property of the company 
to the parties interested. However, the 
court retained the jurisdiction neces- 
sary to adjudicate all claims against 
the receiver that are not paid by the 
company. The contract with Stone & 
Webster for operation management will 
be maintained. 


Two Purchase Propositions 
at San Francisco 


Two propositions for the purchase of 
the lines of the Market Street Railway 
by the city of San Francisco have been 
made and are now being considered. 
The first is a proposal by the San 
Francisco Development Association for 
the acquisition of the railway at a cost 
of $36,000,000. Representatives of the 
association admit that they have con- 
sulted representatives of the railway. 
The second proposal is for the pur- 
chase of the 11 miles of California 
Street Cable Railroad by the city of 
San Francisco. This plan is backed by 
Supervisor Katz. It has been referred 
to the public utilities committee. The 
cable lines, according to Mr. Katz, are 
the best-paying privately owned ones 
in San Francisco. 

. The proposal to acquire the Market 

Street lines at the price of $36,000,000 
will be put on the ballot at the Novem- 


this proposition. 


ber elections or shortly thereafter, if 
the necessary 13,000 signatures are ob- 
tained. Petitions are now being cir- 
culated. 

City officials are inclined to shy at 
Not a single one has 
been quoted as favoring it. The 
sponsors of municipal ownership claim 
that the $36,000,000 figure is too high. 
They advocate that nothing be done till 
1929, when many of the franchises ex- 
pire. 

On the other hand, the sponsors of 
the new plan say that while it is true 
many of the important franchises of 
the Market Street Railway expire in 
1929, there are many that do not for 
many years to come and that the lines 
can still be operated at a profit with 
the remaining franchises. They see 
in the proposed initiative a test of 
public ownership sentiment on the part 
of the voters of San Francisco. 

City officials call the figure of $36,- 
000,000 too high. They say they do 
not think the voters will approve any 
such figure. 

Supervisor McLaren, chairman of the 
finance committee, on his recent return 
from Washington, D. C., said: 

The board of supervisors had nothing to 
do with this movement. I do not think the 
voters would approve of a price as high as 
$36,000,000. Personally I should like to see 
the system acquired by the city, but at a 
reasonable rate. I must be shown as to 
the price. Another question is that the 
city’s bonding limit will not permit the 
purchase at this time. ; 

Mrs. D. E. F. Easton, one of the 
sponsors of the purchase plan, said: 

We are gratified to be instrumental in 
obtaining the naming of a price $4,000,000 
lower than the figure determined by City 
Engineer O’Shaughnessey to be a fair one 
for the city to pay. To fix the price the 
company has eliminated from the sale about 
a dozen pieces of real property owned by 
it, but not used for rail transportation. 

It is our firm conviction that the people 
should be given an opportunity without 
further delay to vote on whether they 
desire to accept or reject the lowest price 
and the best terms that the company is 
willing to give to the city. 

We feel that the merits of this question 
should be taken out of politics and referred 
to and decided by interested parties. 

The terms by which the city is to 
pay the $36,000,000 as proposed are: 

For the right, title and interest of the 
railway the sum of $23,500,000, the city to 
assume the obligation to pay the principal 
and interest on the company’s. bonds, 
totalling $12,500,000. , 

The $23,500,000 would be payable in in- 
stallments as follows: $250,000 on June 
30, 1931, and $250,000 on Dec. 31 and on 
each June 30 and Dec. 31 thereafter until 
1935, and $350,000 on each June 30 and Dec. 


31 succeeding until the whole sum is paid. 
he rate of interest is fixed at 5 per cent. 


Dividend by Eastern 
Massachusetts—Net Off 


With the declaration of the regular 
semi-annual dividend of $2.50 a share 
on its adjustment stock, payable on 
Oct. 1 to stock of record Sept.'15, the 
Eastern Massachusetts Street Railway, 
Boston, reported its July net income 


Seven Seven 

Months Months 

July, 1925 July, 1924 1925 1924 
Revenue: and) income fais... see $751,928 $790,433 $5,496,313 $5,787,843 
Bizpensés (and. taxes ict ict e ee 604,779 615,503 4,318,682 4,541,288 
Gross Income: ~. He eee eee $147,149 $174,930 $1,177,630 $1,246,556 
URS. Charees sore a ikea’ is epseree tara outs z 105,451 112,000 744,827 785,426 
OLhervichareGs sori item oe eee ae 2,130 2,417 16,151 16,895 
Net.’ Income ) hss Sitka Re Ss $39,568 $60,513 $416,653 $444,235 


after all charges as $39,568, compared 
with $60,513 for the similar month last 
year. For the seven months to July 31 
the net was $416,653, compared with 
$444,235 for the corresponding seven 
months of 1924. The detailed compari- 
son is shown in the accompanying table. 


Offer for Property Reported.—Stock- 
holders of the Kankakee & Urbana 
Traction Company, Champaign, IIL, 
have authorized the directors to sell or 
lease the property. A tentative offer 
is reported to have been made by the 
Illinois Power & Light Company, to 
take over the Urbana-Paxton line on a 
year-to year lease basis. 


Figures Attacked.—-The Maryland 
Public Service Commission has received 
a letter from Linwood L. Clark, counsel 
for the People’s Corporation in the 
recent hearing held to determine the 
valuation of the property of the United 
Railways & Electric Company, Balti- 
more, in which Mr. Clark attacked 
figures offered by William H. Maltbie, 
counsel for the United, placing the com- 
pany’s~ “going value” at $16,000,000. 
The hearing has ended, but the com- — 
mission has not yet handed down its 
decision. 


Approval Sought for Abandonment.— 
The Hudson Valley Railway, Glens 
Falls, N. Y., recently filed a petition 
with the Public Service Commission 
asking for approval of a declaration of 
abandonment of its line from Mechan- 
icsville to Ballston Spa, 13.67 miles 
long, and the Geysers, Belt and Kyde- 
ross Park line in Saratoga Springs. 
The Kydeross Park line is 4.14 miles 
long, running to Saratoga Springs, the 
Belt line 2.46 miles and the Geysers 
line 1.71 miles. The petition alleged 
only that the lines are no longer neces- 
sary for the successful operation of its 
system and the convenience of the 
public. 


Eleven-Mile Abandonment Allowed.— 
Application of the Cincinnati & Hamil- 
ton Traction Company to abandon and 
dismantle its line, which runs from 
Glendale to Hamilton, Ohio, a distance 
of 11 miles, has been granted by the 
Public Utilities Commission. The order 
is effective in 30 days. The application 
was filed on June 24 and was not 
opposed in the hearing. Testimony 
taken by the commission disclosed that 
revenues have decreased steadily in re- 
cent years due to the establishment of 
bus routes parallel,to the line. It was 
conceded that operation could not be 
made to pay and that prospects for 
success were too remote to justify con- 
tinuance of the service. 


Real Estate Holding Company 
Formed.—The United Realty Company, 
Davenport, Iowa., has been _ incor- 
porated at Davenport, Iowa, with 
$1,000,000 capital as a real estate hold- 
ing company for the United Light & 
Power Company. B. J. Denman, presi- 
dent and general ‘manager of the utility 
concern, is president of the Realty 
company, which centers its investment 
in the new headquarters building for 
the company now being erected at Sec- 
ond and -Perry Streets. R. B. Mae- 
Donald, Moline, is vice-president; H. E. 
Littig, Davenport, secretary, and L. H. 
Heinke, Grand Rapids, Mich., treasurer. 
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Book Reviews 


Effective Regulation of Public Utilities 


By John Bauer, Ph.D., public utility con- 
sultant, New York. The Macmillan Com- 
pany, New York. 373 pages. $2.50. 


Mr. Bauer has brought to his task a 
wealth of experience, both practical and 
theoretical, with the subject of which 
he treats. In addition to his general 
consulting work he has been lecturer 
on regulation, accounting and finance 
at Cornell, Princeton and Columbia Uni- 
versities. As he aptly says, the book 
was written from the “firing line” of 
regulation. He attempts to present not 
only the principles and usual methods 
of regulation, but the difficulties that 
have impeded the work. He would 
render rate making a definite and prac- 
tically an automatic process. The bulk 
of the author’s contact has been with 
the so-called public side of regulation, 
but his interest has always been that of 
an economist, with attention centered 
on public policy and workable adminis- 
tration. ‘ 

It is a difficult task that he set for 
himself—to make the volume of con- 
structive use not only to commissions, 
municipalities and other public bodies, 
but to the several groups interested in 
the work of regulation and to the stu- 
dent as a test book—but he has done 
well. There are fifteen chapters, and 
the chapter headings, as is usually the 
case in works of this kind, furnish the 
best criterion to the contents of the 
book itself. They are: The Nature of 
Public Utilities; The Purposes of Regu- 
lation; the Fundamentals of Rate Regu- 
lation; Valuation Primarily a Legisla- 
tive Responsibility; Court Decisions on 
Valuation; Investment, Reproduction 
Cost and Changing Price Level; Depre- 
ciation; Special Items in Valuation; 
Systematic Maintenance of the Rate 
Base; The Rate of Return; Rate Sched- 
ules; Financial Stability; Effect Upon 
Service and Efficiency of Operation; 
Standards of Commission Organization; 
Future Development in Public Control. 

The author’s idea is that regulation 
has been tremendously expensive, with- 
out bringing satisfactory results. In 
fact, in his conclusion he says that after 
a twenty-year struggle with rate regu- 
lation the public authorities today are 
scarcely in a better position than when 
they started; this despite endless in- 
vestigations, the expenditure of hun- 
dreds of millions of dollars and the 
piling up of mountains of records and 
opinions. As indicated before, Mr. 
Bauer feels that effective rate regula- 
tion can be made practically an auto- 
matic process. Then he sets down the 
He says: ; 

For automatic rate control we need, first 


‘of all, an appraisal of existing properties 


used in the public service to determine once 
for all reasonable and definite sums entitled 
to future return. When such valuations 
have been made, the results in each case 
should be taken upon the books of the 
company. Subsequently all additional —in- 
vestments should be added to the initial 
valuation. ‘Thus, the rights of the investors 
and the obligation of the public would be at 
all times shown by the accounts. 

This undertaking can be readily carried 
out without grave financial and physical 
difficulties, but when once accomplished it 


would render rate making a simple process. 
It would set the commissions free to make 
positive contributions in economy of opera- 
tion and improvement of service. 

The question of the workableness of 
the procedure he suggests is of course, 
one to be considered entirely apart 
from the text of the book itself. 


Die Locomotivantriebe bei Einphasen- 
wechselstrom (Systems of Drive 
of Single-Phase Locomotives) 


By Dr. Ing. Engelbert Wist, Berlin. 
Published by Julius Springer. 100 pages, 
48 illustrations. 

‘The subject matter of this book in- 
cludes discussion and data on the 
dimensions and methods of suspension 
of the motors, with some particulars of 
their electrical characteristics, their 
method of drive and the tractive effort 


-obtained. The subject is treated from 


the standpoint of practice rather than 
that of theory. Some data are also 


- given for direct-current locomotives. 


Meody’s Public Utility Manual for 1925 


John Sherman Porter, editor in chief. 
Sixteenth year. _Moody’s Investors Serv- 
ice, 35 Nassau Street, New York. 1,861 
pages. $25. 

For sixteen years now this book 
has been coming to hand regularly, 
each ‘year getting better and better. 
Of course that is a trite expression 
ruined to .a certain extent by vulgar 
use, but in this case its use is intended 
to carry all the meaning that the 
phrase itself originally implied. 

Wide as is the general recognition of 
the value of the volume, it seems doubt- 
ful at times if the true significance of 
this work is fully appreciated among 
the rank and file of public utility 
operators. Particularly interesting, 
especially to public utility advertising 
and public relations men, is the section 
“A Nation-Wide Survey of Public 
Utility Progress.” This is a summary 
of the facts of each of the great 
branches of the public utility industry 
in which the vital statistics are pre- 
sented for ready reference. 

The 1925 volume has been extensively 
revised and expanded. Not only have 
the bond and stock descriptions been 
amplified and the form of the descrip- 
tion standardized, but much useful in- 
formation has been added regarding the 
location of markets, the tax status of 
the various issues and the legality of 
the issues as institutional investments. 
Many new statements have been added, 
covering all the new corporate enter- 
prises of importance, while the state- 
ments of old companies have been 
amplified and standardized to the 
fullest extent possible. Another new 
feature of value is a complete alpha- 
betical list of public utility convertible 
bonds and stocks. 

While as indicated before the greatest 
appeal of the volume is to the banker, 
the broker and the investor, the book 
really is much wider in the scope of its 
application than that. It has a real place 
in the library of every utility of any 


utilities 
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considerable size on the basis alone of 
the mass of comparable data, orderly 
and systematically arranged, which it 
contains. . 


Public Utilities and the Law 


By William M. Wherry, Jr., of the New 
York Bar. The Writers Publishing Com- 
pany, New York. 337 pages. $3. 

Another, and an important, addition 
to the growing list of titles dealing 
with the subject of the utilities and 
their regulation and the laws covering 
them is this book by Mr. Wherry. The 
author laments the confusion that has 
followed in’ the administration and the 
application of the law in connection 
with regulation. In fact, in outlining 
the matter he says plainly that al- 
though legislatures have repeatedly re- 
fused to confer certain rights of pro- 
cedure and practice upon the courts, 
they have had no hesitation apparently 
in conferring similar rights upon the 
new tribunals, the regulating bodies. 
Indeed, rules of procedure are left al- 
most entirely to the discretion of the 
public utility commissions. In like 
manner, the legislators abolished all 
the rules of evidence so elaborately and 
carefully built up by precedent, extend- 
ing back to the day of the Schoolmen. 
This, of course, created many inciden- 
tal ills. 

As the author points out, one can 
seldom right one wrong without creat- 
ing another, perhaps a minor wrong. 
This has been the experience under 
utility statutes. Mr. Wherry says the 
experiment with regulation cannot. suc- 
ceed except by working out principles 
and developing practice and procedure 
to conform to experience. It was in 
the hope of contributing to such prog- 
ress that “Public Utilities and the 
Law” was prepared. 

So far as enterprises other than the 
are concerned Mr. Wherry 
feels that although the decision of the 
Supreme Court of the United States in 
the Kansas Industrial case has clinched 
this movement to extend regulation to 
enterprises and industries other than 
the utilities and the railroads, it prob- 
ably has not put the quietus on it. In 
contradistinction to the Kansas decision 
he cites the decision of the same court 
upholding as constitutional the regula- 
tion of rents charged in New York. 

As he sees the problem that was be- 
fore him it transcended the usual 
method of presentation. In other 
words, it would be of little use merely 
to bring together cases without any 
attempt to consider their bearing upon 
the problems of the industry. To the 
author it was regarded as important 
to analyze the decisions and consider 
them with reference to the solution of 
the problems presented. Further, he 
regards it as always fruitful to survey 
the field and to get back to first prin- 
ciples, no matter how experienced one 
might be in the handling of rate cases. 

“Public Utilities and the Law” is 
not an argument for higher fares or 
higher rates for light and power. It 
is merely intended to be an exposition 
of the rights of public utility companies 
to make and obtain profitable rates for 
their services without state interfer- 
ence. This purpose has apparently 
been well accomplished. 
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Personal Items 


H. L. Mitchell Temporary 
Manager at Wheeling 


H. L. Mitchell will assume the posi- 
tion of general manager of the Wheel- 
ing Traction Company, Wheeling, 
W. Va., pending the appointment of a 
successor to G. S. Wills, resigned. Mr. 
Mitchell is vice-president of both the 
Wheeling Traction Company and of the 
West Penn Traction Company, Pitts- 
burgh, and has been located at that 
city for some time. He has already 
arrived in Wheeling to acquaint him- 
self with the duties of Mr. Wills. 

Mr. Wills’ resignation will become 
effective on Sept. 15, when he will be- 
come general superintendent of the 
Steubenville, East Liverpool & Beaver 
Valley Traction Company, East Liver- 
pool, Ohio. A formal farewell was re- 
cently tendered G. S. Wills by officials 
and employees. His resignation from 
the Wheeling property was referred to 
in the ELEcTRIC RAILWAY JOURNAL, 
issue of Aug. 8, page 224. 


Promotions at Milwaukee 


E. J. Archambault, assistant engi- 
neer for many years of way and struc- 
tures of the Milwaukee Electric Rail- 
way & Light Company, Milwaukee, 
Wis., has been promoted to engineer in 
charge of that department. He will 
fill the vacancy created through the 
promotion of R. L. Pinkley to the vice- 
presidency. Mr. Archambault joined 
the forces at Milwaukee in 1912. 

F. A. Luber, chief draftsman and a 


member of the company since 1910, and 


F. G. Hubbard, who has been connected 
with the company since 1916, have been 
named assistant engineers of way and 
structures. 

To fill the vacancies left in the power 
plant department due to recent promo- 
tions, Fred Dornbrook has been ele- 
vated from superintendent of construc- 
tion and operation to be chief engineer 
of power plants. Both George J. Law- 
renz and M. K.. Drewry have been 
named assistant chief engineers of 
power plants and Lyness Evans first 
assistant engineer of the power plant 
department. 


William E. Phin has been elected 
president of the Dominion Power & 
Transmission Company, Hamilton, Ont. 
He entered the contracting business in 
1889, since which time he has been 
associated with others in constructing 
the approaches to the Grand Trunk 
Railway, St. Clair Tunnel at Sarnia, 
Ont., and Port Huron, Mich., and in 
many public works chiefly for the 
Dominion Government. He is presi- 
dent of the Guelph Trust Company and 
identified with other prominent bank- 
ing interests. Mr. Phin was born at 
Hespeler, Ont.,/in 1863 and was edu- 
cated in the public and high schools 
and Ontario Agricultural College in 
Guelph. The property of which he is 


president controls the Hamilton Street 
Railway and the Hamilton Radial Elec- 
tric Railway and other lines. 


Fifty-eight Years of Service 


Joe Hicks, Assistant to the President at 
Rochester, Celebrated Extraordinary 
Record on Aug. 10 


Way back in 1867, when horses 
hauled the street cars in Rochester, 
N. Y., a lad of 15, “Young Joe” Hicks 
they called him, began to work for the 
street railway as a cleaner of lamps. 
Soon Joe, to the envy of his youthful 
friends, was proudly driving relief 
horses that pulled the cars up the steep 
grades. He was what was known in 
that distant era as a “hill boy.” 

On August 10, 1925, a silver-haired 


J. W. Hicks 


man whose vigor gives the lie to his 
74 years, one Joseph W. Hicks, assist- 
ant to the president of the New York 
State Railways, received the congrat- 
ulations of his associates, and of many 
a Rochester citizen, on the occasion of 
his completing 58 years of unbroken 
service with the traction company. 

Mr. Hicks’ record is without prece- 
dent in the annals of the company, and 
he is a long way from the shelf today. 
Despite his 74 years, he is active and 
as interested in his work as in the days 
he was making the long climb from hill 
boy to a desk in the offices of the presi- 
dent. 

Nearly everybody in the Kodak City 
knows or has heard of Joe Hicks. He 
is a familiar figure all over the system. 
Many a bundle-laden passenger has 
been grateful to the genial man who 
helped him or her off a street car. 
Many a green, nervous employee has 
been cheered by a kindly word of advice 
from Mr. Hicks. And to-day and to- 
morrow Mr. Hicks will be right on the 
job, out on the lines. They say down 
at the carhouses he knows every rail 
of them. He is no swivel chair execu- 
tive. 

Fifty-eight years is a long time with 
the same company. Joe Hicks has seen 


many changes in that span. He has 
seen a struggling village grow into a 
great city; he has seen the horse cars 
give way to the electric cars, has seen 
them grow better every year; he has 
seen his company’s system grow from 


a single horse car line up Main Street 


to a network of rails and poles and 
wires that covers the city and daily 
transports thousands; he has seen the 
motor bus rise, a new factor in the 
world of transportation, and has seen 
his company add line after line of the 
new carrier. — 


As Joe Hicks looks back over the 


years from his hill boy days to his 
present high office in the corporation, 
he may be pardoned a glow of pride, 
for his record is a notable one, one of 
faithful service, of hard work and of 
kindly deeds. 


New Officers at Hannibal, Mo. 


The board of directors of the Han- 
nibal Railway & Electric Company, 
Hannibal, Mo., has elected the following 
officers:-—~_. 

President, Frank T. Hodgdon, Han- 
nibal, 

- Vice - president, 
Chicago. 

Secretary-treasurer, 
land, Hannibal. 

Mr. Mainland was also elected gen- 
eral manager and will be in charge of 
the operations of the company. 

Bruce Mainland, the vice-president 
of the company, is the son of William 
Mainland, who died a short time ago. 
He owns a part of the stock formerly 
owned by his father. 

The present owners of the majority 
of the common stock of the company 
are Hannibal citizens, control of the 
company having passed to them, as 
noted in the ELEcTRIC RAILWAY JOUR- 
NAL for August 22, page 302. 


Bruce Mainland, 


Sinclair Main- 


R. H. Holder has been appointed ga- 
rage superintendent of the Montreal 
Tramways, Montreal, Que., in charge 
of the operation and maintenance of 
the company’s buses and miscellaneous 
automotive equipment. 


E. D. Blinn, superintendent of the 
Kankakee & Urbana Traction Company, 
Urbana, Ill., for the last six years, has 
resigned. He has not stated his plans 
for the future. No announcement of a 
successor has been made. 


C. O. Morse, employee of the Los 
Angeles Railway bus division, Los 
Angeles, Cal., was recently appointed 
foreman of the Sixteenth Street office. 
As foreman Mr. Morse will have author- 
ity similar to that of a superintendent 
of one of the carhouses and he will be 
responsible for management of the 
office. The position of foreman of the 
bus division has been created to meet 
the office organization needs of the 
department. Mr. Morse has served with 


the Los Angeles Railway for eighteen 
He went to work on Jan. 29, . 


years. 
1907, as conductor. In June, 1923, he 
was transferred to the bus division 


as driver of the Lincoln Park Avenue- 
In April, 1924, he was made © 


bus line. 
a supervisor of the bus division and 


held that title up to the time of his. 


appointment as foreman. 


_ September 12, 1925 


_ M. E. Gould, well known in account- 
ing circles in the public utility and the 
electric railway fields, has resigned 
from the Powers Accounting Machine 
Company, New York City. While he 
‘was with that company Mr. Gould had 
charge of the installation of the Powers 
equipment, particularly on railways in 
connection with the compilation of 
register returns and audits, the making 
up of operating statistics, the prepa- 
ration of material accounting and 
stores and in recording shop statistics. 
Other applications of the Powers de- 
vices were to returns in connection with 
accident reports and in keeping prop- 
erty accounts. For more than_ two 
years he was associated with the Na- 
tional Cash Register Company on the 
design of its accounting machines. 
Prior to that he was an auditor in 
-general consulting work in accounting. 
He has not decided his plans for the 
future, but expects to continue in the 
public utility accounting field. 


Obituary 


J. H. Ohlsson 


John H. Ohlsson, assistant general 
manager of sales of the J. G. Brill Com- 
pany, Philadelphia, died suddenly on 
Sept. 3, at his home in Philadelphia. 
Mr. Ohlsson, brief mention of .whose 
death was made in the ELEcTRIC RAIL- 
WAY JOURNAL for Sept. 5, was born in 
Brooklyn, N. Y., on Oct. 4, 1880, and 
moved to Philadelphia at a very early 
age. He attended the public schools 
of that city until 1894, when he started 
with the Brill company as an office 
boy. Through his diligence and perse- 
verance he rose steadily in the Brill 
organization until finally he was ap- 
‘pointed to the executive position which 
he held at the time of his death. From 
1907 to 1912 he was secretary to the 
vice-president and general manager and 
then acting assistant to the general 
manager of sales from 1912 to 1919. 
In 1919 he was appointed .assistant 
general manager of sales. Mr. Ohls- 
son was a member of various or- 
ganizations related to the electric rail- 
way industry. e 


L. C. Ream secretary and auditor of 
the Spokane & Eastern Railway & 
Power Company and the Inland Empire 
Railroad, Spokane, Wash., died on 
July 26. j 


Sheldon R. Broadhead, vice-president 
and secretary of the Chautauqua Trac- 
tion Company, the Jamestown Street 
Railway, and the Jamestown, Westfield 
& Northwestern Railroad and one of 
the leading citizens of Jamestown, 
N. Y,. died on Aug. 29 at his home in 
Jamestown. Mr. Broadhead came of a 

family that for half a century was a 
powerful factor in the business life of 
western New York. The Broadhead 
family developed virtually all the elec- 
trie railway lines in Chautauqua 
County. Sheldon R. 
brother, the late Albert N. Broadhead, 
held the presidency of the three rail- 
way lines, of which Sheldon R. was sec- 
retary and in which he had large hold- 
ings. Mr. Broadhead was 79 years old. 


Broadhead’s- 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Manufacturers Realizing the 
Possibilities of Bus Field 


More and more are manufacturers 
of material and devices designed origi- 
nally for use in electric railway service 
coming to realize the possibilities ahead 
of them for the application of their 
devices in the bus transportation field. 
This has been evidenced in the past at 
the ,exhibits at the annual A. E. R. A. 
convention and in the advertising which 
these concerns have been doing now 
over the period of years since the bus 
began to be a real factor in transporta- 
tion. 

Wide as has been this realization, it 
is still a question whether all is being 
done by some that could be done to 
exploit the use of their devices in the 
new field. Even a cursory consideration 
of some of the needs of the operators 
of buses shows them to include such 
standard railway lines as bearings, ma- 
chine tool equipment, paints and var- 
nishes, tickets, headlights, window 
cleaners, ventilators, change machines, 
fare boxes, seats and curtains, to say 
nothing of bodies and many other 
things. Thus one manufacturer of a 
standard railway product who has con- 
verted the material he produces so that 
it is applicable for use on buses reports 
orders from 42 different railways call- 
ing for the application of the product 
to more than 350 buses. 

This is by no means an unusual case. 
Many other similar instances could be 
cited. - Seemingly content at first to 
cireumscribe their participation as 
active factors in the bus business, many 
manufacturers are now spreading out 
and not only enlarging their present 
lines of material and equipment but are 
adding to them. This is perhaps most 
strikingly illustrated by the recent an- 
nouncements regarding several of the 
principal makers of electric railway 
rolling stock. 


Interborough to Be Lubricated 
by Texas Company 


Probably the largest contract in the 
world for the lubrication of subway 
and elevated cars has just been closed 
by the Interborough Rapid Transit 
Company,: New York, with the Texas 
Company, producer of Texaco petro- 
leum products. The contract involves 
the furnishing of lubricants for 4,595 
subway and elevated cars, which cover 
201,000,000 miles a year, over a track 
mileage of 3878.68, and carrying more 
than 1,000,000,000 passengers a year. 

After the closing of its contract with 
the Interborough system the Texas 
company announced that it now lubri- 
cates 97% per cent of all the subway, 
elevated and surface cars operated in 
Greater New York. In addition to 
servicing the Interborough, it also sup- 
plies lubricants to the Brooklyn-Man- 


hattan system, the New York Railways, 
the Third Avenue Railway system and 
the New York & Harlem Railway. 


Brill Interested in Hall-Scott 
Engine Company Purchase 


Samuel M. Curwen, president of the 
J. G: Brill Company, Philadelphia, Pa., 
confirms the report that the American 
Car & Foundry Company has purchased 
control of the Hall-Scott Engine Com- 
pany at Oakland, Cal., which has been 
making motors for the Fageol Motors 
Company. He states, however, that the 
American Car & Foundry Company and 
the J. G. Brill Company have not pur- 
chased the stock of either the Fageol 
company of California or Ohio. He 
says that the Brill company is in a 
measure interested with the American 
Car & Foundry Company in the pur- 
chase of control of the Hall-Scott En- 
gine Company. 


Unethical Use of Manufacturers’ 
Drawings 


Detail working drawings are a vital 
part of a manufacturer’s stock in 
trade and usually represent a big in- 
vestment in engineering skill and tech- 
nical knowledge. They are the result 
of years of research and experiment 
dependent upon a capital outlay in 
plant and equipment. : 

Notwithstanding this generally ac- 
knowledged truth, purchasers of ma- 
ehinery too frequently specify that 
complete detail drawings must be fur- 
nished. As a rule, builders of ma- 
chinery are willing to furnish any 
drawings necessary for the proper care 
and operation of the machinery. Com- 
plete sets of details, however, from 
which the entire machinery can be 
built, are not essential for its operation 
and when furnished their frequent mis- 
use develops grave abuses. 

A manufacturer’s solicitude is not 
that his drawings may fall into the 
hands of competitors. The principal 
danger occurs when they come into the 
possession of foundries and machine 
shops inexperienced in the work and 
unacquainted with such special require- 
ments as the iron mixtures used, the 
peculiar character of the workmanship, 
and so on. Guided by the drawings 
(which may have been inaccurately 
copied), faulty construction may easily 
impair the machine’s efficiency, to the 
original manufacturer’s discredit. 

When a manufacturer’s engineering 
is taken from him without benefit of 
sale, he incurs an expense that has to 
be absorbed by those who buy. Other- 
wise he must retire from business; he 
cannot continue to furnish free engi- 
neering. If a just and proper charge 
were made, based on the real cost of 
the drawings, their acquisition would 
not seem so desirable to the purchaser. 
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‘Metal, Coal and Material Prices 


Metals—New York Sept. 8, 1925 
Copper, electrolytic, cents per Ib......... 14.662 
Copper wire- bates cents per Ib.) 2... cue a. 17.60 
ead, cents peri ircmssiveieveusfe,nuste mein taeda eis 9.50 
Zine, cents per te. abies aot eds Bini Andy Ei 8.07 
Tin, Straits, cents per Ib.........-.-..65 57.375 


Bituminous Coal f.o.b. Mines 


Smokeless mine run, f.o.b. vessel, Hampton 
Roads, gross toms..,.......--.+-++++-- $5. 
Somerset mine tun, Boston, net tons.. De 
Pittsburgh mine run, Pittsburgh, net tons. 1.95 
Franklin, Ill., screenings, Chicago, net tons | 
Central, T., screenings, Chicago, net tons ] 
Kansas screenings, Kansas City, net tons.. 2 


Materials 


Rubber-covered wire, N. Y., No. 14, per 

1,0 Hiri Srterals taal ahora eetetntce pete eiteralehoute! $6.90 
Weatherproof wire base, N.Y., cents per lb. 18.50 
Cement, Chicago net prices, without ALS . 2.20 


Linseed oil (5-bbl. lots), N.Y., per gal. . $1 08 
eae lead in oil: (100-lb. keg), 'N. wes cents. 


Recent Mack Purchases 


Recent Mack purchases include three 
25-passenger buses to the Des Moines 
& Central Iowa Transportation Com- 
pany, a subsidiary of the Des Moines 
& Central Iowa Railroad, and five 2303- 
in. bus chassis on which special bodies 
will be built for the Virginia Railway & 
Power Company, Richmond. Delivery 
has keen made of three Mack parlor 
cars which are being operated between 
Linesville and Meadville, Pa., by the 
Northwestern Pennsylvania Electric 
Company. 


Car Institute Succeeds 
Car Association 


The Railway Car Manufacturers’ 
Association, New York, terminated its 
existence on Sept. 1 and all of its 
assets, liabilities, and many of its ac- 
tivities were taken over by the Amer- 
ican Railway Car Institute at 61 Broad- 
way, New York City. W. F. M. Goss, 
who has been president of the associa- 
tion, will not be connected with the in- 
stitute. The secretary of that body is 
W. C. Tabbert. 


Rolling Stock 


Tennessee Electric Power Company, 
Chattanooga, Tenn., is understood to 
have under consideration the purchase 
of a few of the Noiseless type of street 
cars, one of which is now in service 
in Grand Rapids, Mich. Reference was 
made to the Grand Rapids test car in 
the ELECTRIC RAILWAY JOURNAL, issue 
of March 28, 1925, page 529. 


Indiana Service Corporation, Fort 
Wayne, Ind., has ordered fifteen new 
cars, the specifications of which follow: 


Date order was placed........ May 28, 1925 
Date ‘of delivery io...) ek ss 8 Sept. 15, 1925 
Builder of car body.St. Louis Car Company 
Wy De .OL- Catzie aetna Double-truck one-man 
Seating capacity 48 
Weights: 
Car body 
Trucks 


Tota 
Bolster centers, length 
Length over all 
Truck wheelbase 
Width overall Wer cueniee mere ec 6 in. 
Height, rail to trolley base....10 ft. ae in. 


Body.) ess costae tise eee Semi-steel 
Interior = trims. eae Saree eae Birch 
ea Gdlining ciel are dasceacs «ete Agasote 
Paolo) a mere tele ay Amie Sehr moc aa ae Arch 
Air brakes......General Blectric Company 
WAIF COMPLONSORM ita) Joico ee CP-27 
Armature cbearings roles teylsintcen oes ans Sleeve 
Axles ..Heat-treated Standard Steel Works 


Bumpers. 
Car signal system 

Consolidated Car Heating Company 
Car trimmings St. Louis, bronze 
Conduits and junction boxes. .Crouse-Hinds 


SONtLOl as deer kere ei cksnees acters: | oles K35-JS 
COUDLErS eiystels me lerets so aie «ies Shackle bar 
Curtain iRBAre Sw priced ott slevelele’s Ring No. 88 
Curtain material...Pantasote J-86 morocco 
Destin @uion (SiSNSi ees ois aueletsiale +» eceke Hunter 


Door-operating mechanism 

National Pneumatic Company 
HAT OD OKES awe ire ler eyal oe nel aielate oi 9\-6 Cleveland 
Fenders or wheelguards. . 
Gears and pinions. General Electric grade M 
Hand brakes....... St. Louis Car Company 
Heater equipment. Railway Utility Company 


Headlights eos sees Ohio Brass Company 
FOULHAL SP CAN Ne Selle iotcletesie.o «ss soleil iene Plain 
FOULHAUDORCSIe Niele ists Sieiele taieheyesa.0 Symington 
Lightning. arresters....... General Electric 
Motorsikeencees Four GH-264A, inside hung 
Paint iss Serve ase elntets Vitralite enamel 
Sanders: wep bie wie St. Louis Car Company 
Sash fixtures..... Curtain Supply Company 
Seats sieaeaeeneys St, Louis Car Company 
Satie TI ReOr Ay ee aia) a.s'ecisp eels + «nein Rattan 
Side, DEAS Ste teiats sie sivreiels: o:5 5 asic Stucki 
Slack Gadgustera, vay se sissies cs.» tice eee Gould 
Spring's ieee aecpeenennnts Standard Steel Works 
Slepy PCat ek x alors io sie: io' s+ sve Feralun 
Trolley -catehers..c cis <8 «ee Simplex No. 10 
LPrORMG YO MIRES eye aie clare Vers s/s ae see US-13 
EP OMCYAWIREOISE Ri ienierat, slaw .uftys lose a ale swintete 6 in. 


"TUCKS eae ieee St. Louis Car Company 
Ventilatorsietinnmie retraces: Railway Utility 
Wheels! Bit rcereiesisirie ee 20-In, rolled! steel 
Special devices 


Automatie rear exit; stop lights 


Track and Line 


Indiana Service Corporation, Fort 
Wayne, Ind., during the summer months 
has been extending and repairing pres- 
ent trackage, eliminating dangerous 
conditions at street intersections and 
replacing the light-weight rails on the 
older lines with heavy T-rails, which 
are more adapted to carry the greatly 
increased traffic. 


Elmira Water, Light & Railroad, 
Elmira, N. Y., has laid new rails on 
Park Place from Clinton Street to 
Elmira College. Joints were welded, 
four 60-ft. rails were welded alongside 
the track and then the 240-ft. rail was 
placed on the ties. 


Power Houses, Shops and 


Buildings 
Indiana Service Corporation, Fort 
Wayne, Ind., through its president, 


Robert M. Feustel, has announced plans 
for the construction of a new freight 
terminal and distributing central sta- 
tion to be built immediately at a cost 
of $250,000. Work probably will be 
started within the next two weeks and 
it is hoped to have the entire struc- 
ture in use during the early months of 
the coming year. Facilities for han- 
dling freight hauled over the traction 
lines into the local terminal have been 
outgrown by the phenomenal increase 
in this division within the past three 
years and for several months the cor- 
poration has been seeking a location 
which would provide adequate facilities 
for the present and future growth: of 
the company. In addition to the freight 
warehouse facilities which will be 
afforded in the new locality the cor- 
poration plans to establish a truck 
service to connect the lines of the com- 
pany with all of the small towns sur- 
rounding and not served by the cor- 
poration traction lines and a delivery 
service which will handle a large part 
of the freight within the limits of this 
city. 


Len een oan Leo oe ECR eS Channel. 


-H. B. life guard’ 


Trade Notes 


Wagner Electric Corporation, 
Louis, Mo., has announced that the 
Hydraulic Brake Company, owning and 
controlling the patents of Lockheed 
four-wheel hydraulic brakes, has placed 
the servicing and distribution of re- 
placement parts in its hands. The 
servicing of these brakes will be han- 
dled through regular Wagner service 
stations. 

Strom Ball-Bearing Manufacturin 
Company, Chicago, Ill., has been ac- 


quired by the Marlin-Rockwell Corpo- 


ration. The business of this company 
will be conducted exactly as heretofore 
under the direction of the same person- 
nel and department heads. There will 
be no change in the policy or the con- 
duct of the business. The same lines 
of bearings under the Strom trade 
name will be continued as at present. 
All correspondence in the future should 
be addressed to the Marlin-Rockwell 
Corporation, successor to Strom Ball- 
Bearing Manufacturing Company, 4535 


_ Palmer Street, Chicago. 


Barker & Wheeler, engineers, have 
announced the removal of their New 
York office to 90 West Street. The 
Albany office remains at 36 State 
Street. 

India Tire & Rubber Company, 
Akron, Ohio, has appointed J. R. Boyle 
direct factory representative: with 
headquarters at Erie, Pa. Mr. Boyle 
has spent many years in that territory 
as the representative of the Goodrich 
Tire & Rubber Company. 


New Advertising Literature 


Westinghouse Electric & Manufac- 


turing Company, East Pittsburgh, Pa., 
has issued the leaflet L-20138-A, de- 
scribing the new type SC steel-clad 
distribution transformers for single- 
phase service on small isolated outside 
substations feeding from high-tension 
lines. A complete illustrated description 
is given of the constructional features. 
The Westinghouse company has also 
issued as Reprint 224 an address pre- 
sented before the Central Electric Rail- 
way Association by E. H. Sniffin, man- 
ager of the power department, on the 
subject of superpower and the railways. 
This publication contains information 
not only for electric railways but also 
for steam railroad officials interested 
in electrification. Copies may be ob- 
tained from any Westinghouse destrict 
office or from the publicity department 
at East Pittsburgh. } 


Moreland Motor Truck Company, Los 
Angeles, Cal., has issued descriptive 
folders on its model DD six-wheel, 
double-deck bus and its model S.C. six- 
wheel, six-cylinder bus chassis. . 
illustration and explanation of this 
double-deck, six-wheel bus, placed in 
service by the Los Angeles Railway 
last fall, was published in the ELEc- 


TRIC RAILWAY JOURNAL, issue of Oct. - 


25, 1924, page 736. 

Crouse-Hinds Company, Syracuse, 
N. Y., has issued folder No. 29 and Bul- 
letin No. 2081 on safety hand lamps and 
hand lanterns. 


St. 


An. 


